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Decentralised Government 

S the machinery of Government is located mainly in 
** London, one of the war contingencies for which pro- 
vision has to be made is the possibility that London 
may be subjected to attack by enemy aircraft sufficiently 
serious te prevent the effective transaction of Government 
business in the metropolis. To provide against this con- 
tingency, and to ensure the continuance of the work of 
Government departments with as little interruption as 
possible, it has been necessary to provide for the transfer 
of certain staffs to less vulnerable areas and for the 
evacuation later of remaining staffs should this become 
advisable. In view of the considerable amount of work 
which would be involved in clearing premises and prepar- 
ing and refurnishing them for use as offices, it has been 
felt that it would be imprudent since war has_ been 
declared to delay the necessary preparations. These have 
involved requisitioning, after a brief period of warning, 
large numbers of hotels, schools, and public institutions in 
various parts of the country. Serious public incon- 
enience has resulted, and on Thursday of last week a 
Home Office announcement was issued saying that the 
Government greatly regretted causing this inconvenience 
ut hoped that those who had been disturbed would realise 
that this precautionary measure, like others occasioned by 
the war, had been taken only after Ministers had given it 
erv careful consideration. 
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Suggestions for Improved Working 


A notice recently issued to the staff of the Victorian 
Railways by the Chairman of the Betterment and Sugges- 
tions Board at Melbourne announces that no smaller award 
than 10s. is now paid for each adopted suggestion for 
improvement in railway working. Hitherto only a com- 
mendatory entry in the records of the staff concerned was 
the reward for such minor suggestions as are now to be 
given monetary value. Higher awards are, of course, 
paid for the more valuable suggestions. It is appropriate 
at the present time of stress to draw attention to this 
enterprising move on the part of the Victorian Railways, 
for when we are once again facing a condition of real 
scarcity, every idea that can be put into practice for saying 
expenditure of energy and power is of immense import- 
ance. For the railway administrations themselves the 
examination and encouragement of suggestions is a matter 
that will now doubtless receive even greater attention than 
hitherto; and for the members of the staff, apart from 
direct monetary recompense for useful suggestions adopted, 
there will be the added satisfaction of service to the 
country. 


* * * * 


Twenty Weeks’ Freight Traffics 

The Ministry of Transport statistics of British standard- 
gauge railways for the month of May, 1939, show that 
in the 20 weeks ended May 20, the total freight traffic 
receipts amountec to £35,835,801, a decrease of £255,958 
or 0-71 per cent. in comparison with the corresponding 
period of 1938. All heads of traffic showed improvement 
except Classes 1 to 6, the receipts of £4,908,930 from 
which were down £827,999 or 14:43 per cent. Higher 
class merchandise receipis of £16,061,576 were up 
£195,481 or 1:23 per cent., the coal class earnings of 
£14,428,313 advanced by £354,869 or 2:52 per cent., and 
the livestock revenue of £436,982 by £21,691 or 5-22 per 
cent. A marked improvement was indicated in the four 
weeks ended May 20. In that period the receipts from 
higher class merchandise were £3,534,976, showing an 
advance of £395,101 or 12°58 per cent. on those for the 
corresponding four weeks in 1938. Traffic in Classes 1 
to 6 brought in £1,133,537, a figure higher by £78,574 or 
7:45 per cent., and in the coal class receipts of £2,794,971 
there was an advance of £322,724 or 13-05 per cent. 
In the sixteen weeks ended April 22, 1939, the earnings 
from higher class merchandise were down 1-57 per cent., 
and from Classes 1 to 6 were down 19-36 per cent., accom- 
panied by a rise of 0-28 per cent. in coal class receipts. 

* * * * 


Interborough Rapid Transit Company 

This company operates municipal subway lines (263 
miles of track) and the elevated railway (130 miles of 
track) in New York City. The subway lines are leased by 
the city to the company until December 31, 1967, and 
the elevated lines are operated under a lease from the 
Manhattan’ Railway Company for 999 years from 1875. 
Originally the length of elevated line operated was 138 
miles of track, but the eight miles of the Sixth Avenue line 
from Trinity Church to Fifty-ninth Street were disposed 
of to the city on December 4, 1938, with a view to 
demolition and replacement by a new branch of the Muni- 
cipal ‘‘ Independent Subway ”’ system. The Interborough 
Company has been in the hands of a receiver since August, 
1932. By the annual report of the receiver for the year 
ended June 30, 1939, it is shown that gross operating 
revenue of the Interborough system amounted to 
$50,898,802, a decrease of $1,813,165 in comparison with 
1937-38. In the operating expenses of $37,092,845 there 
was a saving of $901,062, and the company’s gross income 
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from operation, after providing for taxes, current rent 
deductions, &c., amounted to $4,024,567, a decrease of 
$912,565. Fixed charges were $14,449,343, and the deficit 
on the year’s working amounted to $10,356,015. Of the 
total operating revenue, $9,220,386 came from the Man- 
hattan Railway Division, and $41,678,416 from the 
Subway Division. 


* * * * 


Overseas Railway Traffics 

All the Argentine railway companies are now publishing 
their traffic returns in Argentine currency only, and the 
receipts for the four companies operating in that country 
which are given in the accompanying table are expressed 
in thousands of pesos. Canadian Pacific and B.B. & C.I. 
returns in the table are still expressed in sterling. Before 
the outbreak of war the authorised rate for remittances to 
England by railway companies in Argentina was 16-12 
pesos to the £. 


No. of Weekly Inc. or Aggregate Inc, or 

Week Traffics Decrease Traffic Decrease 
Buenos Avres & Pacific* 12th 1,203 58 + 503 
Buetr vres Great Southern*® 13th 1,903 — 142 3— 1,666 
Buetr Ayres Western* 13th 802. + 159 783 
Central Argentine* 13th 1,912 L 372 4,042 





c 
+ 229,000 19,891,800 + 
16,050 3,961,275 — 


£ 
901,600 
38,950 


37th 901,800 
248,175 + 


Canadian Pacifi 
Bombay, Baroda & CentralIndia 24t! 


* Traffic figures thousand of pesos. 


Canadian Pacific gross earnings for the first eight months 
of 1939 amounted to £17,224,000, an increase of £311,800. 
The net earnings of £1,376,800 were £641,000 higher than 
for the first eight months of 1938. 


* * * * 


Accidents in Industry 

An inter-departmental committee appointed in 1936 to 
inquire into the rehabilitation of persons injured in acci- 
dents has recently published its final report. Special 
attention has been paid to the treatment of fracture cases, 
regarding which it is recommended that they should be 
treated in a specially organised department of hospitals, 
providing treatment by physio-therapy and remedial exer- 
cises as well as primary surgical attention. Surveying 
cases in selected hospitals, the committee calculated that 
29-2 per cent. of the fracture cases treated were the result 
of industrial accidents, 14-9 per cent. of road traffic acci- 
dents, and 55-9 per cent. of other accidents. A revision 
of the Road Traffic Act is recommended to abolish the 
present limits on the amounts that may be recovered for 
treatment necessitated by road traffic accidents. With 
regard to the treatment of fractures, it is proposed that 
the specialised treatment already referred to should be 
continued until working capacity is restored to the fullest 
possible extent, and that during this time the patient should 
receive compensation as for total capacity unless he can 
be found approved work of a light remedial character and 
is earning wages. 

* a * * 


Propelling Trains at Speed 

Propelling trains in regular service has, of course, long 
been a familiar practice with rail motors, but the trains 
were kept short and were run at moderate speeds. In 
recent years long suburban trains have been worked on 
French railways with the locomotive remaining at one end, 
and on the Liibeck—Biichen line in Germany short trains 
are so worked at speeds as high as 75 m.p.h. The German 
State Railway a short time ago conducted a series of trials* 
in which trains of express corridor stock were propelled 
at speeds up to 83 m.p.h. on a main line. The various 


* Detailed by Herr Nordmann in the Organ fiiy die Fortschritte 
des Eisenbahnwesens for March 1, 1939 
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forces at work were recorded electrically by specially- 
designed apparatus installed on different parts of the 
vehicles and communicating with an observation coach. 
The trials were held to prove that all misgiving about the 
safety of propelled trains could be set aside and that t!iere 
was no mechanical objection to running fast trains in ‘his 
way. 
* * * * 


Pneumatically-Controlled Doors 


Air-operated doors, which have for so long bé 
feature of tube railway cars, are spreading gradually to 
other forms of stock by way of semi-tube cars such as the 
District stock in London, to suburban trains and «ven 
single railcars. A principal reason for their use on es 
with dense traffic has always been the claim that \ 
speeded up the schedules by quicker loading and unload 
ing, but this seems at least doubtful. The advanta if 


any, would seem to depend on the guard. During rush 
hours, in the District stock of the old type, with doors 
slid open by the passengers, half-a-dozen passengers from 


each doorway can be on the platform before the train 
stops during rush hours. On urban railways the duration 


of the stops is of extreme importance, and it has been 
emphasised by Mr. H. R. Broadbent of the L.P.T.B. that 
if, in the rush hours, each station stop could be cui by 
13 sec., one more train an hour could be run, increa ng 
the capacity of the track by 800 to 1,000 passengers an 
hour. The general possibilities of pneumatically-controlled 
doors are increased safety; enhanced comfort in cold 
weather as no doors are left open; as an adjunct to 
one-man control of the vehicle or train; reduced station 
platform staffs; and the practicability of introducing in 
favourable cases a unidirectional passenger flow in the 
cars, entrance being at one end and exit at the other. 
There is much to be said for the system of door control 
on the Paris Metro. Passengers open the doors thei 

selves, but they are all closed simultaneously by pneumati 
power when the train re-starts. 


* * * cd 
The Broad Gauge in Holland 


When the constructional details were being settled for 
the Amsterdam—Haarlem line, the first railway in th 
Netherlands, a gauge of 1-5 m. (4 ft. 11 in.) was selected 
and the rolling stock duly arranged for it. Later, however, 
the Government’s advisers induced it to insist on the so 
called 2-m. (6-ft. 6-in.) gauge. This measurement was, 
however, taken between rail centres, resulting in the gauge, 
as properly understood, being 1-95 m. (6 ft. 44 in.). The 
Holland Railway and Netherlands Rhine line were built 
to this gauge, but some lines in the south of the country, 
such as those between Maastricht and Aachen, and from 
Rosendaal to Moerdijk and Breda were made to thi 
Stephenson gauge. The inevitable break of gauge troubles 
soon made themselves felt, and the Rhine line was con 
verted to standard 4-ft. 84-in. gauge with Government 
aid by an agreement made in 1852. In 1859 the Holland 
company also endeavoured to obtain a grant for th 
purpose, but failed, and finally began the conversion at its 
own cost in 1864, completing it two years later. Brunel's 
7-ft. gauge found advocates in Holland at one time. 


* * * * 


The 4-8-0 Locomotive 

Excepting such unusual types as the 4-10-0 (Mastodon), 
the 4-8-0 locomotive has probably given the greatest 
variety of results of any locomotive type. On the one 
hand there are the Chapelon P.O.-Midi rebuilds which in 
efficiency and power-for-weight ratio are second to none 
and on the other hand there are such wretched machines as 
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the Kussian three-cylinder simple ‘‘ M ’’ class, and the old 


Italian engines which were regular coal eaters. Indeed, 
unti! the appearance of the P.O.-Midi rebuilds, it seemed 
impossible to produce for European conditions a 4-8-0 
low itive with a first class boiler. It is true that the 


4-8 engine was popular in Spain, but the requirements 


as to efficiency and performance were not severe. Appre- 
ciably greater success seems to have attended 4-8-0 loco- 
motives in the Colonies and in South America, but here 
ag it is not clear that anything exceptional in the way 


of performance is required. For moderate speeds the 
4-8-0 can be made a very steady rider, and even on 


sharply-curved routes—up to 3 chains radius—the bogie 
can be arranged to do practically all the guiding, with 
littie or no wear on the leading coupled wheel flanges. 


But on a power-weight basis the 4-8-0 must suffer in the 
majority of cases, as with normal cylinder and exhaust 

igements the boiler cannot be made commensurate 
with the rest of the locomotive. 


# * * * 


Water Circulation in Locomotive Boilers 


_Apart from the improvement given by the use of the 
Ni iolson thermic syphon, there has probably been little 
change in the water circulation of locomotive boilers of the 
normal fire-tube type since the days of Stephenson’s Rocket. 
[here have been widely-spaced tubes and closely-pitched 
tubes, and small-bore tubes and large-bore tubes, for all 
of which certain advantages have been claimed as regards 
water flow, although the main effect of such variations has 
always been recognised as alteration in the gas flow or rate 
of heat transfer. Even Dugald Drummond’s firebox 
water-tubes did nothing to improve circulation, and the 
present-day arch tube, extending from back to front is 
simply an embryo thermic syphon. A photographic study 
of the motion of fluids between banks of tubes has been 
carried out recently at the Imperial College, London, and 
is described in a paper by Dr. R. Pendennis Wallis, just 
published in advanced form by the Institution of 
Mechanical Engineers. With a parallel tube arrangement, 
increasing the pitch decreased the speed of flow, but did not 
break up the individual flow-sections between the tubes. 
For both circular and elliptical tubes particular spacings 
were found in which dead water was a minimum, and the 
main stream flowed without noticeable eddy. 


x * * bd 


The Blue Light 
Blue electric bulbs for railway carriages in the black- 
out are gradually being made available. When installed, 
they do not give sufficient light for reading, but enable the 
embarking passenger to observe who is within when he or 
she enters the compartment. If the contents are con- 
sidered unsuitable companions for the journey, there is 
chance to retreat and seek accommodation elsewhere. 
Che trouble is that in a dim blue light even the most 
amiable of us takes on something of the appearance of the 
late Count Dracula, while the reassuring smile with which 
turn towards the newcomer may be converted into a 
sinister invitation like that of the spider to the fly in the 
nursery rhyme. There is, however, a good case for the 
blue light in these circumstances, and no doubt if the 
lative merits of black or blue were put to the vote, blue 
would win. It is another matter when, without the possi- 
ility of relief in reading, we are closeted for some hours 
with those whose appearance in daylight affords only 
momentary interest, and in the new circumstances resembles 
collection of pantomime demons. This is likely to 
promote a universal preference for the black-out. 
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The L.M.S.R. Emergency Timetable 


N Monday, September 25, the full emergency passenger 

train service of the London Midland & Scottish Railway 
was brought into operation, and information was made 
available to the public by complete time sheets posted 
at the stations. The train service has now been printed 
in book form as a section of Bradshaw, in which respect 
the L.M.S.R. follows the practice already established by 
the Southern and the London & North Eastern Railways. 
In any comparison of the present war services and those 
finally reached in 1918 during the last war, certain differ- 
ences in the arrangements must be borne in mind. In 
1918, for example, the London—Manchester traffic was 
conveyed mainly by the Midland route; but in the present 
emergency timetable the greatly reduced Midland services 
serve all important intermediate stations, so that the time 
between St. Pancras and Manchester has been increased 
from a normal average of 33 hr. to one of 6 hr., and the 
Midland trains are not therefore likely to be used by 
through passengers. Similarly in 1918 the morning ser- 
vice from London to Glasgow was from St. Pancras at 
8.50 a.m., and the L.N.W.R. provided a midday train 
from Euston at 1 p.m.; at present the two trains are both 
timed from Euston and St. Pancras at 10 a.m., so 
that no alternative day travel to Scotland is available to 
the passenger, the effective service being reduced to one 
day and two night trains. Uniformly with the L.N.E.R. 
and G.W.R., the L.M.S.R. has withdrawn all restaurant 
cars; in the last war restaurant cars were run on all prin- 
cipal Midland express trains throughout the years 1914 
to 1918. Limited sleeping car accommodation is provided 
by one train in each direction respectively between Euston 
and Glasgow, Euston and Perth, Euston and Stranraer, 
and St. Pancras and Glasgow. 

A table appears on the next page comparing the train 
services between London and ten important provincial and 
Scottish cities on the L.M.S.R. system in October, 1918, 
October, 1938, and October, 1939, respectively. From this 
the extremely drastic nature of the Midland Division reduc- 
tion and deceleration of service may be gauged. All Mid- 
land main line services between St. Pancras, Leicester, 
and Nottingham, call at Kettering, and with one or two 
exceptions at Luton, and Bedford also, while many call in 
addition at Wellingborough; as compared with the normal 
winter service, to and from the four towns listed, the 
average overall journey time has been increased by 49 per 
cent., and the average frequency reduced by 48 per cent. 
That is to say, there are roughly half as many trains and 
they take half as long again to travel. The fastest trains 
between St. Pancras and Nottingham, Leicester, Sheffield, 
and Leeds now average 39-9, 39-4, 35-9, and 35-1 m.p.h. 
respectively. On the Western Division the cuts have been 
a shade less severe; to and from Birmingham, Manchester, 
and Liverpool the average reduction in frequency is 25 per 
cent., and the increase in journey time 40 per cent. One 
considerable improvement in the Liverpool and Manchester 
to Euston midday service might be effected by allowing 
the 12 noon from Manchester and the 11.40 a.m. from 
Liverpool to connect at Crewe with the 8.30 a.m. from 
Carlisle; at present the former trains miss the connection by 
1 min. and 6 min. respectively, and their passengers thus 
reach Euston at 6.9 instead of 4.40 p.m. To and from 
Scotland the service has been. halved, but the average 
speed is reduced by only 19 per cent. It should be added 
that in these tables the effective services by both Western 
and Midland routes are included, the only trains excluded 
being the slower of pairs of trains which start from Euston 
and St. Pancras, or the provincial starting points of their 
journeys, at the same time, and so offer no alternative. 

Start-to-stop timings of all trains conform to the general 
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45 m.p.h. limit, and 
are slower than those FASTEST AND AVERAGE TIMES AND FREQUENCY OF SERVICE BETWEEN LONDON AND VARIOUS PROVINCI 
of 1918. when trains CENTRES IN 1918, 1938, AnD 1939 
were still timed over ; <t ; Teoine Dail ee Avera 
certain sections of the Fastest Time No. of Trains Daily Average lime naa 
..N.W.R. at. slightly 
‘ Ww R at sl ghtly London and :— | Distance é 
over 50 m.p-h. Fo1 Oct., | Oct., | Oct., | Oct., | Oct., | Oct., | Oct., | Oct., | Oct, | joge Jo 
this reason the decele- 1918 | 1938 | 1939 | 1918 , 1938 | 1939 | 1918 | 1938 | 1939 
rations over various an Sas Pee Ae See | » 0 
subsidiary routes and 
cross-country lines are miles h. m./h. m.| h. m. h. m. | h. m.|h. m./| h. m. 
considerably less drastic | eicester 99-1 215 139/231 18 30 | 16 233/148) 246 058 
than those over the Birmingham 112-9 | 240/155] 2 41 11 20 6 | 2 3 2 05 : 05 

ain li Jottingh: 23-5 (| 255\203 306) I: 21 12 | 307/225] 3; 6 
main lines. In Scot- Nottingham 123-5 2 55 | 2 03 | 3 06 12 2 2 OE 
land i ais a Sheffield .. 158-5 |401|256/425| 12 20 10 | 424 | 3 12 | 4 44) 1 32 
— r -«&XamMple, Manchester 188-5* 435 315/432) 16 22 | 14 510) 343/452 1 09 
trains are provided | iverpool 193-7 | 440|315| 440; 12 14 12 | 5 03 | 3 39 | 5 02 | 1 23 
from Glasgow to Aber- Leeds 196-0 | 447 3 48) 5 35 12 16 ae. 25 4 06 A - 57 

: 31: ; ; - 35 2 6 10 20 8 06 10 0 58 

deen, calling a ) _ Glasgow 401-4 9 30 6 30 9 35 6 12 ; ( ] 

inal abablons : Pon Perth 450-4 1010 841 1112 6 8 4 1119 | 9 30 11 31 201 
cipal stations, at 7.20 jiverness 568-4 15 55 13 00 16 14 3 4 ~ 2 |16 28 14 30 |16 26 | 1 56 


and 10 a.m., 1.30 and 


5 p.m., which is ~ : 7 

80 per cent. of the 

normal winter service, while the average journey time 
has been slowed down by only 14 per cent.; in the 
reverse direction the full day service of five trains 


is being run, and is no more than 10 per cent. below 
its normal speed. Over the heavily-graded main lines 
between Lancashire and Yorkshire, again, the increases in 
journey time are inconsiderable; by both the Todmorden 
and Huddersfield routes between Manchester and Leeds, 
for example, the average increase in journey time is about 
6 min. There have been very few withdrawals of the fast 
services over the Central Division lines between Liverpool, 
Manchester, Leeds, and Bradford; and other Central 
Division services which it has been found practicable to 
maintain on an ample scale are the residential expresses 
between Manchester and Blackpool and Manchester and 
Southport; the average deceleration of the former is 7 min., 
and of the latter 3 min. Between Liverpool and Man- 
chester the Central Division becomes once again the chief 
route, with journey time increased from 45 to 50 min.; 
the few fast trains left between Manchester, Exchange, and 
Liverpool, Lime Street, take 50 to 60 min., instead of the 
previous minimum of 35 min. 

Cross-country services have received varied _ treai- 
ment. There are two through day trains left in each 
direction between Liverpool, Manchester, and Newcastle, 
via Leeds and York, morning and evening, and two 
between Liverpool and Hull via Leeds; three Central 
Division trains between Manchester and York via Wake- 
field maintain connection with the North-East Coast, and 
there is still one daily through service between Manchester 


and Hull via Wakefield and Goole. In the south-west 
there are express trains at 7.42 a.m. and 12.35 p.m. from 
3ristol to Bradford, 10.30 a.m. and 7.30 p.m. from 


sristol to York, and 3.0 and 5.0 p.m. from Bristol to 
Sheffield, and similarly in the reverse direction; a very 
fair service is thus provided, taking an average of 4 hr. 
between Bristol and Derby, as compared with a normal 
average of 3 hr. There are no through trains left 
between the L.M.S.R. and Great Western lines via Bristol, 
nor to and from Bournemouth; over the Somerset and 
Dorset line, indeed, the service is reduced to four trains in 
each direction daily, calling at all stations and taking 
over 4 hr. for the 714 miles between Bath and Bourne- 
mouth. As mentioned in connection with the Great 
Western Railway emergency services last week, the North 
to West route via Shrewsbury and Hereford now has one 
through day train (instead of three), one evening train 
and one night train in each direction. As regards subur- 
ban services, it has been found practicable to maintain 


* Via Crewe and Styal, route used by normal fastest service 


half-hourly trams between Euston and Watford and Broad 
Street and Watford throughout the slack hours of the dy 
and in the later part of the evening, supplemented by thx 
usual Bakerloo service between Elephant and Cast! 
Queen’s Park and Watford, and something very little 
short of normal morning and evening rush hour servic: 
A number of the fast business trains between Fenchurch 
Street and Southend-on-Sea have been withdrawn, but thx 
increase in journey time on the remainder is mostly 
more than 7 to 10 min. Other suburban and branch ser- 
vices in general are not seriously affected, save for the 
withdrawal of 10 to 20 per cent. of the trains. 








Letters to the Editor 


(The Editor is not responsible for the opinions of correspondents) 








Terms for the Home Railway Shareholder 
2, St. Peter’s Terrace, Cambridge 
September 
To THE Epiror OF THE RAILWay GAZETTE 
Sir,—I cannot understand how THE RatLway GAZETTE « 
mention, without rejecting it indignantly, the suggestion 
that railway shareholders should be paid only the averagi 
of the vears 1936, 1937, and 1938. We know now what 
a bad bargain the directors of the cld companies made with 
Mr. Runciman in August, 1914. Yet.the ‘‘ compensation ' 
then agreed was £50 millions a year, payable, as we thought, 
in gold. Long before the contract ran out, our £50 million 
were worth only £25 millions in purchasing power. 
Our employees, rightly enough, were not content 
the wages of 1914, and in fact obtained from the Government 
rather more than double the amount, in paper money 
Then, at the end of ‘‘ control,’’ our lines were handed back 
to us in a bankrupt state. Even now we have not recovered 
from that disastrous experience. 
Rolling stock and permanent way have been improved 
since 1919, so we are entitled at least to the terms of 1914. 
Yours faithfully, 
J. E. ALLEN 
[Our City Correspondent merely reported, in our Septem 
ber 22 issue, what the home railway market expected. N 
opinion was expressed.—Eb. R.G.] 


O° 
/ 


with 


Through Running Over Different Gauges 

28, Hunters Grove, Kenton 
September 29 
To THE Epitor OF THE RAILWAY GAZETTE 
Sir,—The transfer system described in your 
September 29, for the interchange of rolling stock between 
the U.S.S.R. 5-ft. gauge and the standard gauge of the 
Polish railways, resembles that in use prior to 1914 on the 


issue of 
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partment so that I could lean out of the window to talk 
to my wife and in order to be on the train when it started. 
After a moment or so a sullen officious guard approached 
me for my ticket. I told him it was a third class, produced 
it and explained the position to him. Without a word he 


Fr )-Spanish frontier at Irun, where a similar shallow pit 
1d was used. The transfer system there, however, was 
1 to certain privately-owned vehicles carrying mer- 
chaudise between France and Portugal. Incidentally, the 
ish gauge being 5 ft. 6 in., the dimensional difference 


Sj 
to lowed for in journals, &c., was, of course, greater. opened the door and beckoned me to leave. There was 
I was briefly referred to in my book on ‘‘ The Railways nobody else in the compartment, but without a word I left. 


‘5 As the train started shortly afterwards I boarded it via a 
third class compartment and took my seat. 

At Oxford, where it was necessary to change, a crowd 
packed the platform waiting for the London train. There 
were sO many people that the officials added further coaches 
when the train arrived. When the train drew in I happened 
to be facing a first class compartment, and with several 
other passengers was invited by an official to enter and 
travel in a first class compartment to Paddington. I thought 
of the guard at Hereford and how he would have torn his 
hair. He had refused me permission to stand in a first 
class compartment in order to talk to my wife, yet here 
was a colleague making it possible for me to travel first class 
from Oxford to London. 

I crossed London to Charing Cross. My ticket only took 
me to Woolwich. I wanted Belvedere and decided to stay 
on the train and pay excess fare at that station. At Belve- 
dere, with my ticket and excess fare in my hand, I 
approached the exit from the platform there was 
nobody there. What inconsistency! The Hereford guard’s 
conscientiousness all in vain. 


iin. 
I am, Sir, 
Yours faithfully, 
GEORGE L. BOAG 


Railway Inconsistency 


15, Roberts Road, Belvedere, 
Kent, September 25 
To tHE Epiror oF THE Railway GAZETTE 

—Last week-end I visited my evacuated wife and baby 

i fereford. On Sunday my wife accompanied me to the 

m to see me return home on the 4.30 p.m. train. The 

1, which started from Hereiord, was already in the 

st n when we arrived, and the carriage doors were 

ged by friends cf passengers who appeared to be mostly 
ives of evacuees or militiamen. 

1¢ nearest third class coach to us had only two doors 

he platform side—one at each end of the corridor—and 

The adjoining coach was 

rst class and almost empty. Every compartment door 

ned on the platform side. I entered a first class com- 


were blocked with people. 


Yours faithfully, 
ARTHUR T. SIMS 








THE SCRAP HEAP it is probable that many Great 
; Western Railway passengers have won- 
dered from time to time about the sig- 
nificance of a white memorial cross 


WARTIME RACING RESTRICTIONS company’s Information Agent earlier 





XUM 


5.22 Elephant will not run. 

From a notice exhibited at a 
burban station of the L.M.S.R. 
Somewhere in London.”’ 

* * * 


EMERGENCY HEADQUARTERS 
\We are authorised to state that there 
no truth in the rumour that the 
W.R. emergency headquarters are 
ited somewhere in the Scilly Isles. 
* cs * 
HEARD IN A WAITING ROOM 
Porter (to traveller): ‘‘ Don’t you 
that notice on the wall— No 
Smoking Allowed ’?’’ 
Tvaveller: ‘‘ Yes, I do. But I can’t 
ep all the rules. There’s another 


t 
gn on the wall, ‘ Wear Gossard 


orsets ’.’ 

* x * 

‘If British industry can build a 
igantic air fleet, if British man-power 
in fill the ranks of a gigantic army, if 
British shipyards can keep the Navy 
nd the Merchant Navy supreme—and 
hey can—then money can be found to 
pay for them. In war, finance is a 
lower, not a maker, of policy, and 
impossible’ is excluded from _ its 
wabulary.’’—The Economist. 

* * * 





PALLYHOO REVIEW 
(THE NEWS BULLETIN OF HQ1) 

At its new home in the country, the 
leadquarters organisation of the 
London & North Eastern Railway is 
publishing what is described in the 
ditorial of the first mumber as ‘‘a 
ight weekly review dealing with activi- 
ties in surroundings unique to all.’’ 
[he Editor is Mr. George Dow, who 
succeeded Mr. E. G. Marsden as the 


this year. Number One of the Ballyhoo 
Review consists of 19 typescript pages, 
8 in. by 6} in., and was published on 
September 26. It sells at one penny. 
In succeeding issues it is intended to 
supplement the editorial with a section 
of ‘‘ Readers’ Opinion ’’—serious and 
otherwise—so that the review will be- 
come not only a vehicle for the infor- 
mation and amusement of its readers, 
but an important formative influence 
upon the new community life of the 
staff by enabling those with ideas or 
criticisms to ventilate them in an arena 
open to general debate. 

Readers are kept informed of rail- 
way news and staff matters, while the 
remainder of the paper is a compound 
of topical comments and suggestions, 
puzzles, and light articles. The first 
issue purports to quote a_ broadcast 
from a Continental power describing 
the confusion and alarm which pre- 
vailed at the company’s’ secluded 
retreat on hearing an air-raid warning, 
when the sleeping clerks leapt in 
terror from their beds and fled in 
panic to the shelter of the adjacent 
shrubbery.’’ Humour in this vein has 
the double merit of being bewildering 
to our opponents and extremely 
acceptable to the British intellect, if 
we may dignify with so fine a word the 
mentality which is no doubt already 
causing readers of the Ballyhoo Review 
to place standing orders in the hope of 
profiting by the prizes which the paper 
offers to solvers of its puzzle pages. 
Indeed, at the present time it is pro- 
posed to devote the whole revenue de- 
rived from sales and a little personal 
advertising (at $d. a word) to this 
attractive purpose. 


painted on the inner side of one of the 
parapets of Aynho viaduct. The Divi- 
sional Engineer recently wrote in the 
G.W.R. Magazine that this cross com- 
memorates a fatality which occurred 
near the spot late on an October even- 
ing sixteen years ago. A farmer, of 
Aynho Park, was walking along the 
line towards Ardley to meet a friend, 





Lineside memorial on one of the 


parapets of the Aynho viaduct 


when one of the company’s auto-cars 
struck him, with fatal injuries. The 
next spring, when members of the gang 
were oiling fishplates near the place, 
they traced the memorial cross with 
the oil-brush. Since that time, the 
district painter, when painting mileage 
posts, and so forth, retouches the 
memorial to keep it visible. 










































































OVERSEAS RAILWAY AFFAIRS 


THE RAILWAY GAZETTE 


(From our special correspondents) 


ARGENTINA 


The Wage Deductions Question 

To the recent request made by the 
Director-General of Railways asking 
the companies and the unions to furnish 
him with their views as to whether they 
considered that the agreements between 
the parties entered into in 1931, and the 
Presidential Award of 1934, should be 
cancelled, and if so, to submit alter- 
native proposals, replies were promptly 
forthcoming, each of the parties to the 
dispute setting forth its views on the 
situation 

The Companies’ Views 

The companies’ memorandum though 
recognising the provisional character 
of the agreements of 1931, never- 
theless considered that it should be 
maintained in force, as also’. the 
terms of the arbitral award, in 
order to avoid the necessity for dis- 
missing surplus staff, and a general 
reduction of salaries and wages on a 
permanent instead of being 
merely a temporary measure, as at 
present The companies, however, ex- 
pressed their readiness to co-operate 
with the Government in finding a 
solution to the problem, with a view to 
the elimination of those factors tending 
to increase the cost of working, such as 
regulations, unnecessary sub- 
division of duties, and exchange losses. 

Che memorandum set forth the oper- 


basis, 


obsolete 


ating results of all the foreign-owned 
railways (except the Cordoba Central) 
from 1927 to 1938, showing that the 


interest earned on the invested capital 
had declined from 6-15 per cent. in 
1927 to 2-47 per cent. in 1931, while in 
1934 (the year of the award) it had 
fallen to 1-63 per cent Although the 
years 1936 and 1937 showed a slight 
improvement in the working results, 
due to heavier traffics, this was not 
maintained, with the result that in 
1938 the interest was reduced to 1-25 per 
cent rhe net receipts were therefore 
insufficient to meet the interest on the 
debentures which, at the special railway 
exchange rate of $16 to the pound, 
amounted to a total of $74,293,344 per 
annum, and for this reason several com- 
panies had been forced to declare a 
moratorium. The companies pointed 
out that these figures, which had been 
placed before the unions at regular 
intervals of three and six months, in 
order to acquaint the men’s leaders with 
the facts of the demonstrated 
clearly that the argument advanced by 
the unions that the financial position 
of the railways no longer justified the 
retention of the wage cuts, was quite 
untenable. In conclusion, the memo- 
randum called attention to the fact 
that the restrictions imposed on the 
companies’ liberty of action had been 
to the advantage of the men, as the pro- 
visions of the award, which obliged the 


case, 


companies to refund the wage deduc- 
tions as and when circumstances per- 
mitted, did not give them the right 
to dismiss surplus staff, who had still 
to be retained in their posts. 


The Unions’ Reply 
The reply of the unions consisted 


mainly of a reiteration of the hardships 
inflicted upon the men by the wage 


cuts, which, their memorandum con- 
tended, were no longer necessary in 
view of the fact that since 1931 the 


number of employees had been reduced 
by over 32,000, through the operation 
of the Railway Pension Law. The 
memorandum dwelt upon the disparity 
between the remuneration of the work- 
men and that of the higher officials 
and administrative staff; but ignoréd 
the difference in the nature of the 
duties performed and the degree of 
responsibility involved. The unions’ 
memorandum also criticised the policy 
and management of the _ railways, 
suggesting that the which the 
companies were suffering as the result 
of road competition were largely due 
to their failure to take efficient steps 
to combat this menace to their interests, 
and arguing that it was manifestly 
unfair to penalise the men for a state of 
affairs for which they were in no way 
to blame and the alleviation of which 
rested with the Transport Co-ordina- 
tion Board, created to deal with this 
question. Finally, the memorandum 
demanded that the wage cuts’ be 
abolished for good. 


losses 


Debate in Congress 

A few days later the question was 
debated in the Chamber of Deputies, 
when several Radical and _ Socialist 
members attacked the British-owned 
railways and what was described by one 
speaker as their ‘‘ imperialistic policy.”’ 
None of the speakers contributed any 
useful suggestion for the solution of a 
problem which seems likely to tax the 
ingenuity of the Government if a modus 
vivendi satisfactory to all parties is to be 
reached. 

Three different motions were sub- 
mitted to the Chamber. The first was a 
recommendation by the Transport and 
Communications Committee that the 
Government be requested to intervene 
in order to put an end to the wage cuts ; 
the second was a Bill, sponsored by one 
of the National Democrats, proposing 
that the award be declared null and 


void; the third, which was supported 
by the Socialists, proposed that the 
wage cuts be restored, the railway 


regulations amended, and that no dis- 
missals be ordered. One of the deputies 
(Senor De Miguel) argued that Congress 
had no authority to annul the award ; 
and suggested that if the Government 
would agree to reduce the special 
exchange rate granted to the railways 
from $16-00 to $15-50 to the pound— 
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a difference of 500,000 pesos in each 
million pounds—this concession would 
to some extent alleviate their financial 
position and help to compensate th 


for the diminution in their receipts. As 
there were not sufficient membrcrs 
present to form a quorum, the session 


adjourned without a division. 

At the resumed debate on August 
a motion for the abrogation of 
award was passed by 52 votes to 
Another motion, declaring null and \ 
the agreement made between the « 
panies and the unions in 1931, 5 
passed by 43 votes to 40. A tl! 
motion was also passed, informing 
Government that the Chamber was 
unanimously in favour of the Direct 
General of Railways taking the ne 
sary steps to have the wage deductions 
cancelled, and the money already 
counted returned. 


Cancellation of Wage Cuts Approved 
by Chamber of Deputies 

Two days later, the subject was 
again brought up in the Chambx 
which this time went much further 
passing a Bill providing for the suspe: 
sion of the award and the return of the 
sums deducted. The following are t! 
terms of the measure, which has mn 
been sent to the Senate for ratification 

Art. 1 The agreements between the 
railway and port companies within national 
jurisdiction and the railway unions /a 
Fraternidad and Union Ferrovtaria, 
proved by the Provisional Government in 
November, 1931, are hereby declared null 
and void. 

Art. 2.—The arbitral award of the Presi 
dent of the Republic, General Agustin P 
Justo, in 1934, when he was appointed 


arbitrator by the said unions, is also 
annulled 
Art. 3.—The working hours of the railwa\ 


and port personnel covered by the preced 
ing clauses, will be arranged strictly accord 
ing to Law 11,544, and the regulations con 
tained in the Decree of December 31, 1930 
in so far as the latter does not alter the prov! 
sions of the law 

Art. 4:—It is hereby declared that the 
salaries and categories not exceeding $400 
a month, prior to 1931, as also the 
increases granted since then, are to remail) 
in force. 


Wage-cuts Returned by Two 
Railways 

It was announced on August 29, that 
a resolution had been issued by the 
National Railway Board, authorising th: 
Entre Rios and Argentine N.E. Railways 
to return wage deductions amounting 
to the sum of $253,600 paper, made in 
accordance with the Presidential Award 
of 1934. 


The Fruit Industry 

The National Fruit Congress recently 
held in the City of Tucuman, an impor- 
tant fruit-growing centre, has helped to 
focus public attention upon the rapid 
growth of fruit cultivation in Argentina 
during the last few years, and the 
extraordinary increase in the fruit ex- 
port trade to the United States, Great 
Britain and other European countries. 
As will be seen from the appended 
table, during the first six months of 
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1939, the exports of Argentine fresh 


fruit amounted to 51,329 tons, repre- 
senting a total value of $10,703,197 
paper, as compared with 31,716 tons, 
to the value of $7,058,179 paper, 
during the corresponding period of 
1938 In opening the Congress, the 


Minister of Agriculture, Senor José 
Padilla, briefly outlined the develop- 
ment of Argentine fruit production, in 
which the ‘‘ Garden Province’’ of 
Tucuman had, he said, played an im- 
int part. He pointed out that the 
Argentine fruit export trade dated back 
some 15 years, when a few cases of 
es were shipped as an experiment. 
1931, 10,000 tons of fruit—again 
sting mainly of grapes—were ex- 
ted. The Minister estimated the 
nt total production of fruit in the 
ntry at 30,000,000 cases, or 600,000 
t , with a total value of some 
00,000,000 paper. He also remarked 
t this astonishing increase in pro- 
duction was accompanied by a corre- 
sponding improvement in the quality. 


f 


COMPARATIVE TABLE OF ARGENTINE 
Exports OF FRESH FRUIT 


January-June, January-June, 
oO 


1938 1939 
Value Value 
fons $ paper Tons §& paper 
\pples .. 3,879 845,218 11,122 2,443,036 
Pears .. 17,680 4,034,523 27,816 5,782,750 
Grapes 8,336 1,734,114 9,255 1,864,575 


Other classes 1,821 444,324 3,136 612,836 


lotals 31,716 7,058,179 51,329 10,703,197 


Moving a 240-ton Railway Bridge 

\ notable bridge-moving operation 
vas successfully carried out recently on 
the local section of the Central Argen- 
tine Railway near Miguelete station, 
when a steel bridge, weighing 225 tons, 
was moved into position over the 
Avenida General Paz. Including rails 
ind sleepers, the total weight of the 
structure was 240 tons. The bridge was 
mounted on 6 bogies, beside the track, 
run into position, and lowered on to its 
bearings, after which the rails were 
bolted up and the ballast packed and 
boxed. The entire work was completed 

three hours, instead of five, as had 
been estimated. Operations began at 
10.2 a.m., and at 1.00 p.m., the line 
was again open for traffic. 


German Locomotives for State 
Railways 

For the last year or two there has 
been a noticeable tendency on the part 
of the Argentine State Railways, when 
dering rolling stock and other equip- 
nent, to give preference “to German 
instead of, as formerly, to British 
manufacturers, without calling for ten- 
lers in the open market. A notable 
instance of this policy was the barter 
igreement made a few months ago, 
whereby Argentina undertook to supply 
Germany with wheat and wool to the 
value of some $14,000,000 paper in 
xchange for 64 locomotives and 900 
oaches and wagons of various types, as 
mentioned in THE Railway GAZETTE of 
April 28, 1939. Now it is announced 
that three rack locomotives for use on 
the Leon—vVolcan section of the State 
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Railways between Perico and La 
Quiaca on the route to Bolivia, have 
been ordered, at a cost of $754,000 
paper, from the Maschinenfabrik Ess- 
lingen, A.G., of Wurtemberg. 

[This letter has been delayed in 
transit due to the outbreak of hos- 
tilities, and was, of course, written 
before war broke out.—Eb. R.G.] 


Loans to Railway Employees 

The proposal to authorise the Rail 
way Pensions Fund to grant loans up 
to a total of $20,000,000 to employees, 
in sums not exceeding 6 months’ 
salary, repayable within a period of not 
more than 3 years, at 7 per cent. per 
annum interest plus 2 per cent. for ex- 
penses (THE Rattway GazettE of 
July 14 last) was passed by the Cham- 
ber of Deputies on August 29 by 79 
votes to 4. It was stated that the 
object of the scheme was to enable the 
fund to afford financial aid to those 
employees who could not obtain it from 
the banks, and by this means enable 
them to avoid getting into the hands of 
unscrupulous private money-lenders, 
charging usurious rates of interest. 
Reference was made to the large num- 
ber of employees who had their salaries 
distrained for this reason, thus render- 
ing them liable to dismissal from the 
railway service. The special committee 
appointed to study the project ex- 
pressed the opinion that the scheme 
was quite in accordance with the pro 
visions of the Railway Pensions Law, 
which determined the form in which 
its funds should be invested. 


BOLIVIA 


Railway Wage Increases 

As the result of a petition addressed 
to the President of the Republic by 
the employees of the Bolivian Govern- 
ment Railways, it has been decided to 
grant an increase of 30 per cent. on the 
wages of all workmen in receipt of a 
daily wage of 8 bolivianos, and of 
15 per cent. in the case of those in 
receipt of 15 bolivianos a day or over. 
In the case of employees on monthly 
pay, the increase amounts to 12 per 
cent. on salaries of 2,000 bolivianos a 
month, and 5 per cent. on all salaries 
over this amount. At current exchange 
rates, 140 bolivianos are equivalent to 
one pound sterling. 


SPAIN 


Minimum Wage Increased 

The minimum daily wage of railway- 
men in Spain is to be raised on Octo- 
ber 1 from five pesetas to seven 
pesetas, and the surcharge of 3 per 
cent. on tariffs, imposed by the Decree 
of July 29, 1932, is now to be increased 
to 4 per cent. The present minimum 
of five pesetas was fixed by the Decree 
of February 26, 1931 (before the 
Republic), and the proceeds of the 
3 per cent. surcharge, authorised by 
the later Decree, have heretofore been 
distributed, on a sliding scale, among 


455 


the lower paid staff. But considerable 
delay and complication ensued in the 
distribution of the proceeds, and the 
surcharge of 4 per cent. is now to be 
retained by the companies to compen- 
sate, if only in part, for the increase in 
the wages bill consequent on the new 
minimum rates. Female employees and 
others receiving pay below the mini- 
mum, will have their rates increased by 
40 per cent. The new minimum of 
7 pesetas is equal, at the present official 
rate of exchange, to about 3s. 4d. 


FEDERATED MALAY 
STATES 


New Locomotives and Rolling Stock 

With the placing in service of the 
17th engine of a new series of ‘‘C’”’ 
class 4-6-2 type locomotives, the pro- 
gramme of new tender engines for the 
current year has now been completed; 
they have a 12-ton axle load. 

Six tank engines with the same axle 
load are, however, in course of erec- 
tion at Sentul workshops, and will be 
placed in service shortly. Designated 
‘“C2”’ they are built to a modification 
of the original ‘‘ C’’ class design, and 
are fitted with R.C. poppet valve gear, 
bar frames, grease-lubricated coupled 
axleboxes, and roller-bearing boxes on 
the leading and trailing bogies. 

[They are illustrated on page 461 of 
this issue.—Ep. R.G.] 

Two first and second class composite 
buffet cars have been converted into 
second class kitchen cars and were 
placed in service during July. Five 
four-wheel Latex tank wagons were 
also completed and put into traffic 
during that month. Ten bogie motor- 
car trucks have also been received and 
placed in service. 


JAPAN 


New Construction in North-West 


The Ministry of Communications has 
decided to construct a new railway 
between Maibara and Tsuruga at a 
cost of Y. 15,000,000. The new line 
will bifurcate from the present Hoku- 
riku line at a point 86 km. from 
Tsuruga, run along the skirts of Mt. 
Norikura, and then parallel with the 
present Hokuriku line from Kinoshita 
to Maibara stations. As the gradients 
on the new line will be heavy, it will 
be electrified at an estimated cost of 
Y. 7,000,000 The cost of the 
remainder of the construction, includ- 
ing tunnels, will be Y. 8,000,000. 


Three-and-a-quarter Mile Tunnel 


One of the tunnels, located at Shin- 
fukasaka, will be 5-27 km. in length, 
and will, therefore, be the fourth 
longest in Japan; it will be blasted out 
of granite strata. 

When the line is completed in June, 
1941, it is expected to secure a 100 per 
cent. increase in passenger and 50 per 
cent. increase in freight traffic between 
Maibara and Tsuruga. 
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SIGNALLING ON A METRE-GAUGE RAILWAY SYSTEM*—II 


Interesting features of the signalling equipment on the metre- 
gauge lines of the Bombay, Baroda & Central India Railway 
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include stationmaster’s control apparatus, and key interlocking 


13 stations fully interlocked, with signals con- 
trolled by stationmaster’s electric slide controls, on the 
metre-gauge system. Advanced starting and home signal 
levers are provided with Annett’s locks, their keys being 
locked up in electric key transmitters. These signals can- 
not be operated until the appropriate key has been re- 
leased from the stationmaster’s electric slide control, which 
contains 2 master slides, 2 control master slides and 23 
others, with mechanical interlocking to prevent conflicting 
releases. The ordinary slides have a contact connecting 
up with the line to the electric key transmitter. The master 
slide has three positions, normal, reverse and backlock; 
on releasing the handle the slide returns to the backlock 
position, where it is held by a checklock. The master slide 
cannot be reversed until one of the signal slides in the 
gioup it controls has been: when it is a red light appears 
on the signal diagram, being extinguished when the cabin- 
man removes the key from the transmitter. The master 
slide remains backlocked until the cabinman replaces the 
key in the instrument and turns it. 

There are also 159 stations on the branch lines interlocked 
with succession locks with signals controlled from platform 
lever frames, The station yard consists of one or two loop 
lines and a goods siding, with a home signal at the outer- 
most points and an outer signal 1,320 ft. from them, opera- 
ted from a four lever frame on an elevated structure, some 8 
or 10 ft. above platform level. In some instances Continen- 
tal type frames are used. The points are interlocked by 
means of succession locks, of which there are three types, 
single, double and quadruple. At the stations under refer- 
ence double locks are fixed to the outermost and loop line 
points and single locks to the siding points. The double 
lock has two keys, one locked in it, the other elsewhere, 
either with the stationmaster or in another lock, if working 
in succession. The outermost points are normally locked 
for the main line, the controlling keys being kept in a 
glass-fronted box in the stationmaster’s office. A diagram 
of the yard is painted inside the box, the point keys being 
fixed over the points they control and the box kept locked, 
the key being in the stationmaster’s possession. A points- 
man need not be sent out for main line reception. With 
crossing trains, after the first has arrived on the main line 
and the signals have been replaced to danger, a pointsman 
is given a key of the up or down facing points, according 
to the direction from which the train is to be received. 
He inserts and turns it in the lock, releasing a locking 
plunger. This is withdrawn from the split stretcher and the 
points reversed by a hand tumbler lever. The plunger is 
again pushed home, releasing the opposite key the extrac- 
tion of which locks the plunger in. This is taken to the 
stationmaster, who then permits signals to be lowered. 

The keys are distinguished from each other by en- 
eraving on the handles, which are also drilled with small 
holes corresponding to the line. For example the main- 
line key would have one hole, the second line two holes 
and so on. It is impossible for the wrong key to be 
extracted, because the brass tumblers inside the lock 


There are 


* Abridgment of paper read before the Institution of Railway 


Signal Engineers on May 17, 1939, on behalf of the author, Mr. H. C. 
Towers, A.M.I.E.E., A.M Inst.T., Signal Engineer, metre-gauge 
lines, B.B. & C.1.R The first instalment of this abridgment 
appeared in THE RatLway GazettE of September 29 





chambers have extension pieces which are driven i 
small slot in the split stretcher when the key is remo 
The points have therefore to be lying in the correct posii‘on 
before the key can be taken out, though the lo 
plunger is home. There are fifty different types of k 
making it possible to use keys of widely dissimilar ty 
even in a yard using a number of locks. Locks wor 

in succession release a key in the reverse position, \ 

is taken to unlock another set of points, for exampl 
crossover. The key taken back to the stationma 
proves the crossover correctly set and locked. In 
case of a goods siding connection a double lock is fitted 
to the loop line points leading to the goods siding 
a single lock to those on the siding. The loop 
points reversed and locked release the key control 
the single Jock, the operation of which unlocks the poi! 
With quadruple locks the points are normally free aid 
they prevail in yards where a fair amount of shunting is 
performed. At these smaller stations, where the goods 
siding takes directly off the loop line, isolation is achieved 
by derails or scotch blocks. 


Interlocked Level Crossings 

There are 50 interlocked level crossings within station 
limits and 38 isolated ones between stations. The lock 
used in succession locking is employed for gate locks 
In the case of double gates a lock with two key chambx 
is fixed to one gate and one key is locked inside. The 
opposite key is shackled to the other gate wing. In thi 
case of a single gate it is shackled to the post. lo 
release the key locked in the gate lock the gates must 
be closed and the shackled key operated in the loci 
This releases the opposite key, and the released keys 
from each side of the crossing, are placed in the releasing 
device controlling the signals. On busier crossings auto- 
matic gate stops are provided, so that when the gate is 
pushed open the stops automatically catch and hold 
and it cannot bounce back. In almost all cases gates 
open away from the track. 

The usual type of interlocking for crossings within 
station limits is a gate lock fixed to a post about 3 ft. 
high, containing a tappet locked when the gate keys ar 
extracted, crank-connected to point rodding running to 
the cabin gate lever. Extracting the keys locks the 
tappet, the gate lever being therefore held via the rodding. 
Where the crossing is some considerable distance from the 
cabin the release is transmitted by a key transmitter. 
To open the level crossing the gate release lever is ré 
versed. An Annett lock is fixed thereto, the key being 
extracted in the reversed position, placed in-the key trans 
mitter behind the lever and transmitted. At the crossing 
there is a similar gate lock, as previously described, but 
the tappet is secured by an Annett key lock instead of 
the point rod connection. The transmitter at the gate 
lodge releases the key for the Annett lock, which in turn 
releases the tappet, enabling the gate keys to be released. 
To facilitate operation the tappet has a small handle. 

Interlocked level crossings between stations are usuall\ 
provided with a small lever frame. The gate lever is 
released by the keys coming from the gates, which, when 
restored normal, releases the signal levers. The signals 
are placed each side of the crossing at distances varying 
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fron. 200 to 600 ft., depending on sighting and local con- 
ditioas. At some crossings warning boards are placed 
about 1,320 ft. outside the signals. All the locomotives 
have. powerful headlamps, the wording on the boards being 
composed of white ray studs or “‘ cat’s eyes.’’ An oil 
lam; above the board shows a yellow light at night. 
The usual wording is ‘‘ Level X.’’ The boards have 
been. greatly appreciated by engine crews. Experience 
has now shown the engine headlamp to be so dependable 
that the yellow light is no longer necessary and it is being 
removed. At interlocked level crossings between two 
stations it is necessary to provide warning of the approach 
of rains. A common method was to install a plunger 


in the stationmaster’s office which rang a trembling bell 
in the gate lodge. Another type consists of tapping a 


sinzle stroke bell off the block wire to repeat the block 
signals, but most of the warnings are of a more insistent 
type. One consists in fixing a passing contact to the 
tablet instruments at each end of the section, picking 
up a stick relay at the crossing, which is held up by the 
gate signals in the ‘‘ on’”’ position and operates a loud 
rinsing bell until the gates are closed and the signals 
lowered. At several locations automatic warning is pro- 


vided by interlocked track circuits or mercury treadles. 

fhe last decade has witnessed a rapid expansion of 
motor vehicles, and India, in common with other 
countries, has had her share in it. Much of this develop- 
ment has taken place in the large cities, but the use of 
the private motorcar, omnibus and lorry has gradually 
spread up country and today many thousands more 
are in use than ten years ago. Parallel with this class 
of traffic there is the bullock cart. Having regard to 
both classes, the necessity for elaborate precautions at 
certain level crossings cannot be too strongly emphasised. 
A census is taken from time to time and they are graded 
according to the road traffic passing. 


Block Instruments 


One thousand seven hundred and eighteen miles of line 
are controlled by tablet instruments, and 252 miles with 
train wire or Morse instruments. Wiring between stations 
is carried on the main Government trunk lines, hired at 
the rate of Rs. 25 per mile per annum. The lines ter- 
minate on brackets at the stationmaster’s offices, all 
internal wiring being the responsibility of the Signal 
Department. Telephone hand-sets are provided to each 
instrument for communication between adjacent station- 
masters, although primarily the electric speaking instru- 
ments are intended for the exchange of ‘‘ private num- 
bers.’’ Originally these instruments were hung at the side 
of the block instrument, but the hand-sets were frequently 
damaged by being dropped. They are now fixed in a 
special bracket, so that they can be used for speaking 
but not taken out of the fixing. | Private numbers are 
used between stationmasters to ensure that the “‘ line 
clear ’’ is valid. No “line clear’’ is allowed to be 
accepted unless a private number is received. These 
numbers are printed in special books issued to the station- 
master, to be kept in his personal possession and not 
shown to any other person. On changing duty the book 
is made over to his reliever. After giving the “‘ line 
is clear’’ signal on the tablet instrument, the private 
number is given on the telephone, as follows: ‘‘ From 
station Ajmer to station Madar, private number for six 
down to proceed from Ajmer to Madar is twenty-three— 
two three.’’ The private number is then scored out and 
the train number and date entered alongside. At all 
junction stations the advanced starting signals are inter- 
locked with the tablet instruments. At other stations an 
\nnett lock is fixed on one side of the tablet instrument, 
the plunger projecting into the case. The key cannot 
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be extracted from the lock until a tablet has been obtained. 
It is then taken to another Annett lock fixed over the 
slide in the stationmaster’s electric slide instrument con- 
trolling the advanced starting signal electric key trans- 
mitter in the signal cabin. 

Government rules for the installation and maintenance 
of block instruments compel all instruments to be over- 
hauled in the shops every ten years, and on the B.B. & 
C.I.R. they are done well within that period. All instru- 
ments are serially numbered, the date of their last over- 
haul being painted inside. 


Telephones and Communications 


Traffic control telephone equipment is installed over 
1,430 miles of metre gauge line, with five control offices. 
In addition to being in telephonic communication with 
every stationmaster, engine shed, &c., the controllers are 
able to communicate with the district traffic superin- 
tendents and the Traffic Superintendent, Ajmer. The 
system and equipment are a well-known standard. A 
standard time signal is transmitted to all way stations at 
4.0 p.m. Thirty-seven stations are controlled by train 
wire or local Morse circuits between stations. |The 
authority to the driver to proceed is in the form of a paper 
“line clear,’’ which may not be issued until the station- 
master has received a telegram from the station ahead 
certifying the line to be clear. A precise form of inquiry 
and acknowledgment has to be observed. 

Telegraphic communication is provided between all 
stations, main telegraph lines radiating from Ajmer to 
important stations. Local lines or “‘ inters’’ are used for 
communication between local stations on the same wire. 


Maintenance and Construction 

With the exception of overhead lines for crossing station 
signalling and telephones, controls and telegraphs, pole 
lines for electrical signalling at junction stations are erected 
and maintained departmentally. Rails are usually em- 
ployed, fixed to a base-plate and carrying cross-arms of 
standard channel section. Tubular poles have been used 
where a large number of lines had to be run. Cabin 
buildings are constructed either by the District Engineer 
or the Signal Engineer. In the case of a heavy masonry 
structure the former undertakes the work. All elevated 
structures, signal cabins, &c., are maintained depart- 
mentally, the Signal Engineer’s masons, carpenters and 
painters performing this work. At several stations, brick 
cubicles have been constructed outside the cabins to 
accommodate batteries. Hitherto the practice was to have 
batteries under the cabin. A heterogeneous collection of 
cupboards took up valuable space, and the battery clean- 
ing was messy. It was therefore decided to remove the 
cupboards altogether and concentrate them in one en- 
closure, a substantial cupboard of brick and cement with 
teak doors and shelves. Inspection can be carried out 
with ease and the whole installation is neater. All 
mechanical and electrical signalling, with telegraphs, tele- 
phones, &c., is installed departmentally. An instrument 
repair shop is maintained at Ajmer for the overhaul of 
all tablet instruments, signalling relays, telephones and 
electrical gear. 

Organisation 

There are six districts on the system, each in the charge 
of a Chief Signal Inspector, responsible for all signalling, 
telephone and telegraph apparatus therein, and assisted 
by signal inspectors and assistant inspectors. The dis- 
tricts are divided into sections in charge of signal in- 
spectors and split into signal maintainers’ lengths. Each 
mechanical signal maintainer has about six stations on his 
length, with the exception of large yards, which constitute 
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a section alone. Every maintainer has one or two helpers, 
corresponding to the English fitter’s mates. The eléctrical 
maintainers have longer districts, being generally stationed 
at their headquarter station, with the exception of two 
stations, where such a maintainer is permanently avail- 
able. Each Chief Inspector has an office, workshop and 
store, the workshop being intended for the execution of 
district repairs and containing no machinery except a 
drilling machine and forge. The distance between stations 
being considerable, the chief inspectors are provided with 
trollies pushed by trolleymen. A trolley can be removed 
in a few moments if a train is approaching. Every 
endeavour is made to encourage men to qualify for higher 
posts. When it is necessary to fill a maintainer’s vacancy, 
an examination is held, and all the candidates, usually 
helpers, are given a practical and oral test. Promotion 
amongst inspectors is similarly dealt with. 

The three inspectors’ districts north of Ajmer are known 
as the Northern Division, those south thereof as the 
Southern Division. There are two assistant signal engi- 
neers, one in charge of each division, who assist the Signal 
Engineer in all maintenance and construction works on 
their districts. The Signal Engineer is responsible for 
the maintenance and construction of all mechanical and 
electrical signalling, block instruments, control telephones, 
local telephones, telegraphs, and such adjuncts as speed 
restriction boards in station limits, call bells, alarms, and 
lightning conductors. Conditions on an Indian railway 
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being different from those of railways in a more temp: 
climate, it is necessary for the officers to be puncti 
in their inspection duties. The Signal Engineer is 
vided with a motor trolley, enabling many more stat 
to be inspected than would be possible with the ordi 
train service. New works are opened on a 5 
certificate signed by the Signal Engineer, which is t 
mitted to the Senior Government Inspector of Rail 
of the particular zone. Portions of the railway ar 
spected by this official from time to time, and his r 
is forwarded to the Railway Board. All signalling | 
have to be approved by the Senior Government Inspe: 
Particular attention is paid to signal failures, a systen 
analysis being in use. A standard report form is 
ployed, the failures being examined and classified by 
Assistant Signal Engineer. Graphs are maintained a1 
comparative statement sent to each inspector mont 
This has been found to have an effect in reducing failu: 
each man endeavouring to have a smaller numbez 
failures than his colleagues. 

The above gives a very brief description of the sal 
features of the signalling on the metre-gauge syst 
Climate and geographical conditions being totally diffe 
from those of Great Britain, the signalling must 
necessity vary accordingly. The signal staff consist 
Hindus, Mohamedans, Parsees, Anglo-Indians and Ei 
peans, and the standard of maintenance of signal equi) 
ment attained by these men is exceptionally good. 
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Control of Iron and Steel 


Orders issued by Ministry of Supply 


The Minister of Supply has made an 


scrap suitable for shearing, includi: 
locomotive, carriage, and wagon s 
separate plates and angles 3 in. tl 
and up, at maximum prices vary 
from 65s. 9d. to 73s. a ton accordin: 


Order dated September 22, the Control 
of Iron and Steel (No. 2) Order, 1939, 
regulating the sale and purchase of iron 
and steel and fixing maximum prices for 
a range of iron and steel products in 
substitution for the Control of Iron and 
Steel Order, 1939, of September :. 
which is repealed \part from certain 
changes of form, the Order repeats the 
provisions of the previous Order in 
regard to the restriction of the purchase 
or sale of iron and steel except under 
licence, and the schedule of maximum 
prices remains unaltered. In addition 
to exempting from licence the purchase 
of manganese ore for the purpose of 
manufacturing chemicals, electric bat- 
teries, manganese metals, glass or cera- 
mics, it extends the list of customers by 
whom and purposes for which materials 
may be purchased without licence. A 
new exception is, however, made to 
high-speed steel containing more than 
14 per cent. of tungsten in all forms, 
for which a licence will in future be 
required The former exemption of 
scrap iron and steel is repealed. 

The Minister of Supply has also issued 
the Control of Iron and Steel (No. 3) 
Scrap Order, 1939, dated September 22. 
Chis prohibits the sale or purchase of 
scrap iron and scrap steel except under 
licence and fixes maximum prices for a 
wide range of classes of scrap iron and 
steel used in the industry. The schedule 
of maximum prices per ton for scrap iron 
and steel for the manufacture of steel 
ingots contains 15 scrap specifications 
and consumers are divided into 12 areas. 
For scrap iron and steel for use for iron 


and steel foundry castings there is a 
schedule of maximum prices applicable 
to consumers in 18 areas, and it contains 
eight specifications. One of these is for 
short heavy steel scrap, consisting ex- 
clusively of rails, railway tyres, and 
fishplates in 18-in. to 24-in. lengths, 
and the prices vary from 66s. to 73s. 3d. 
a ton. Another is for cast iron railway 
chairs, with maximum prices varying 
from 68s. 3d. a ton to 83s. a ton accord- 
ing to area. The schedule of maximum 
prices for scrap iron and steel for use in 
wrought iron manufacture’ contains 
twelve specifications applicable to con- 
sumers in five areas. One of these 
specifications is for heavy wrought iron 


area. Maximum prices are also schedu 
for scrap iron and steel for use in bla 
furnaces applicable to consumers 
eleven areas. In this schedule there are 
six specifications. Under a direction 
issued simultaneously by the Minister 
under this Order the purchase and sale 
of scrap iron and steel is exempted for 
the time being from the requirement of 
a licence, save that special scrap steel of 
low sulphur and phosphorus content, 
high speed scrap steel containing 14 per 
cent. or more of tungsten, scrap steel 
containing 1} per cent. or more of nickel 
and shipbuilding iron and steel scrap, 
may not be purchased by or sold to iron 
and steel works without a licence. 








Boiler Steel Testing 


Certain troubles in carbon steel boiler 
plates due to segregation led the 
Belgian National Railways to tighten 
their specifications and institute, in 
addition to microphotographic tests on 
the transverse section of each plate, 
microphotographic tests at depths of 
1, 2, 3, and 4 mm. below the surface 
of the plate, on 20 per cent. of the 
plates, in order to test thoroughly for 
segregation. Each of these test sec- 
tions has a superficial area of 150 mm. 
by 150 mm. The Baumann _ prints 
thus obtained are expected to have the 
same aspect as “killed”’ steel, 7.e., 
steel that has been deoxydised before 
pouring by the addition of aluminium 
or silicon. The plates themselves must 
have an ultimate tensile strength of 
{2-47 kg. per sq. mm. (27-30 tons per 


sq. 1n.), and the elongation must be 
such that R + 2-5A 106 minimum, 
where R is the strength in kg. per sq 
mm. and A is the elongation per cent 
Impact tests are also used. Resilience 
(or the power absorbed by the rupture 
of the test piece under the shock of the 
shoulder of the 30-kg. Charpy pendulum 
is expressed in kg.-m. per sq. cm. section 
at the breaking point of the test piec« 
The test piece is of the Mesnager type 
and is of 10 mm. by 10 mm. cross section 
and 55 mm. long, and takes a nominal 
depression of 2 mm. The values ob 
tained must not be less than 15 kg.-m 
per sq. cm. in the direction of rolling 
and 8 kg.-m. per sq. cm. in the crosswis« 
direction. The bending test consists of 
a 180-deg. bend at a radius equal to 
1} times the thickness of the plate 
Sulphur and phosphorus maxima art 
0-05 per cent. each. 
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THE FLAM RAILWAY IN NORWAY 


This remarkable line is being constructed to connect 
the Oslo-Bergen line at Myrdal with the Sognefjord, 


and entails unusual survey and engineering works 


R [HE RatLway GAZETTE of January 4, 1935, was 
escribed the construction of the Vatnahal tunnel on 
ie Flam Railway in Norway, a work that took 10 


yeas to complete. This line was also referred to in an 
arti le entitled ‘‘ Railway Developments in Norway’’ in the 
issuc of October 11 of that year. The following are, how- 
ever, further particulars of this very interesting piece of 


rail ay survey and construction work. 
|. starts from Myrdal station, distant 208-6 miles from 


Osi» and 96°8 miles from Bergen, and on the line con- 
necting those cities. The terminus of the new branch will 
be at Flam, at the southern end of the Aurlandsfjord, a 
southern branch of the famous Sognefjord. The new line, 
which will be of standard gauge, is expected to prove a 


valuable asset in the tourist traftic of the country. 





A view giving a good general idea of the country 


traversed by the upper section of the line. At 1 may 
be obtained a glimpse of the main Oslo-Bergen line. 
At 2 is seen the formation of the Flam branch near the 
junction. At 3 the line is seen emerging from the 
Vatnahal tunnel several hundred feet lower down the 
steep mountain-side. The road to the left, with its 21 
hairpin bends, was built in 1895-6 to carry materials 
up to the Oslo-Bergen railway, then under construction 
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Diagram showing in plan the upper section of the Flam 

Railway. The figures 1, 2, and 3 refer to the three 

points at which the two lines may be seen in the photo- 
graphic illustration 


The difficulty which faced the engineers who surveyed 
the line was that Myrdal is 2,843 ft. above sea level, 
whereas Flam is virtually at sea level, and yet the straight 
line distance between the two places is only 8°6 miles. 
Though the new line is to be worked by electric traction, 
1 in 18 is considered the steepest desirable adhesion grade, 
and a rack was not favoured. Also the topography neces- 
sitated the greater part of the fall being concentrated in 
the upper section of the line. 

In that section, therefore, remarkable methods were 
adopted to develop length artificially, as may be seen from 
the accompanying diagram. It is in the course of this 
series of spiral loops that the Vatnahal tunnel occurs. In 
consequence of this development, a total length of 12°6 
miles of line has been made possible in which to drop 
the 2,843 ft. between termini. The sharpest curves are 
of 410 ft. radius, and the maximum gradient 1 in 18 
has had to be freely used. 

Altogether there are 20 tunnels with an aggregate length 
of 18,843 ft.; the longest is the Nali tunnel, 4,395 ft., 
seen below the spirals on the diagram. It will be remem- 
bered that the Vatnahal tunnel is 2,978 ft. in length, 
and that the difference in rail levels at its two portals 
is 132 ft. 

It is now expected that the new line will not be open 
before the autumn of 1941. Power will be supplied from 
the falls of the Kjosa stream or Kjosfossen, shown on the 
diagram. The permanent way will be of the standard 
pattern with 72 lb. per yd. rails: A quay suitable for 
berthing tourist liners is to be built at Flam. 
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DRIFTING VALVES FOR LOCOMOTIVES 


Some details of Stone’s automatic type 


ITH the introduction of piston valves, superheating, 
and increased boiler pressures, it became more 
than ever important that the vacuum in locomo- 

tive cylinders should be eliminated in order to provide 
freedom of piston movement when coasting, and there is 
also to be taken into account the prevention of carbonisa- 
tion of the cylinder lubricant when air is admitted, and 
provision for effectively cushioning the motion of the 
pistons. Cylinder by-pass valves, snifting or anti-vacuum 
valves, although to some extent effective, are open to 
certain disadvantages, the by-pass valves giving trouble 
on occasion from sticking in the open position or breaking, 
whilst the anti-vacuum valves are known to cause dis- 
tillation and decomposition or even burning of the lubri- 
cating oil with resultant carbonisation. 

Many designs of drifting valves have been tried out 
from time to time, and practice has shown that the type 
STEAM FROM 
STEAM CHEST 


E 
G 


STEAM TO 
SUPERHEATER 
HEADER 


Details of Stone’s automatic 
drifting valve for locomotives 


which is automatically controlled from the engine motion 
itself attains a considerable measure of success. It is on 
this principle that the patent automatic drifting valve 
manufactured and supplied by the firm of J. Stone 
& Co. Ltd. has been evolved. This valve is simple in 
construction and possesses no mechanical features likely 
to cause trouble or failure. It incorporates a differential 
piston valve, the larger area of which is under steamchest 
pressure and the smaller under boiler steam pressure. 
When, therefore, the regulator is opened, the piston valve 
is closed and no drifting steam is admitted, but directly 
the regulator is shut the valve lifts and automatically 
regulates the amount of drifting steam passing to the 
steamchest or the superheater header. 

A positive control valve is also provided which cuts 
off the supply of boiler steam immediately the locomotive 


comes to rest. This control valve is held in the 
position when the engine is in motion by a plus 
operated by atmospheric pressure, the vacuum | 
drawn on the top side of the plunger head by a 
reciprocating pump driven from the engine motion. 
automatic drifting valve can be applied to any type of 
steam locomotive and the standard pattern is equally suit- 
able for locomotives with two, three or four cylinders. It 
is designed for application to locomotives fitted with 
multiple-valve regulator headers of the Melesco type using 
superheated steam for drifting purposes, or for locomotives 
fitted with dome regulators with or without superheaiters 
using saturated steam: for drifting purposes. 

The accompanying cross-sectional drawing shows 
arrangements of the parts. Immediately the regulator 
is opened and the locomotive moves, a vacuum is creaied 
on the reverse ‘side of the plunger head A which is forced 

STEAM FROM upwards by atmospheric 

BOILER COCK pressure. Its first move- 
ment unseats the pilot valve 
B admitting boiler steam to 
the preliminary steamchest 
C. With the equalisation 
of steam pressure in this 
steamchest the plunger 
advances until the piston 
rod seals itself, thus limit- 
ing its travel and at the 
same time opening the 
balanced control valve D 
which admits the full steam 
pressure into the secondary 
steamchest E where it 
remains inert so long as 
the regulator is open. 

Conditionally as above, 
the steam flows to the top of 
the differential piston valve 
F from the steamchest, 
which retains it in the 
closed position, thus isolat- 
ing the boiler steam. Imme- 
diately the regulator is 
closed the steam pressure is 
removed from the differen- 
tial piston valve F allowing 
boiler steam acting on the 
slightly unbalanced  dia- 
meter G to move the valve 
upwards. Drifting steam will thus flow direct to the 
cylinder steamchest or superheater header via the steam 
pipe from G. 

It being most important to maintain a steady pressure 
of drifting steam in the cylinders at all speeds, any in- 
crease or decrease of pressure in the steamchests reacts 
on the differential piston valve F which controls the flow 
of steam at G. Whilst the locomotive is in motion and 
the vacuum pump in operation a slight leak occurs 
through the vent H in the plunger header A and this 
ensures that as the locomotive comes to rest the leak 
is greater than the amount of air evacuated by the pump. 
The vacuum being thus destroyed, the plunger descends 
by gravity and under steam. pressure, allowing the pilot 
valve B and the control valve D to close, thereby cutting 
off boiler steam. 


TO VACUUM 
PUMP 
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NEW TANK LOCOMOTIVES FOR MALAYA 


Metre-gauge Baltic engines with poppet valve gear and modern 
equipment throughout for the Federated Malay States Railways 
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New **C2” class 4-6-4 tank locomotive built by the 


HE North British Locomotive Co. Ltd. has recently 
completed a contract for six tank locomotives for 
the Federated Malay States Railways. The engines, 

designed to the requirements of the Chief Mechanical 
Engineer, Mr. W. F. Wegener, and built under the super- 
vision of the Crown Agents for the Colonies, are of the 
4-6-4 type with a maximum axle load of 12} tons. They 
are described as the ‘‘ C2’’ class and have two outside 
cylinders with A.L.E. rotary-cam poppet valve gear, 
driven off the middle pair of coupled wheels. 

The main frames are of the bar type and are continuous 
throughout their length. They are efficiently stayed with 
steel castings or fabricated structures, and the coupled 
axleboxes are fitted between parallel shoes without wedges. 
All the bearing springs are overhung, with spring links in 
tension, and the springs of the coupled wheels are com- 
pensated throughout. The front and rear bogies are 
of the side bearer type, with lateral control by means of 
laminated springs; the axleboxes are of the Timken roller 
bearing type. Mild steel is used in the construction of 
the boiler, the barrel portion of which is 4 ft. 73 in. dia., 
of parallel form and made in one plate. The distance 
between tubeplates is 10 ft. 6 in. 


North British Locomotive Co. Ltd., for the F.M.S.R. 


The following are the leading particulars :-— 


Cylinders (2), dia. =P ne .. 14} in. 

; stroke ii os + mam 
Coupled wheels, dia. .. Ae ei 4 ft. 6 in. 
Bogie wheels, dia. ae mi ns 2 ft. 6 in. 
Wheelbase, coupled... aS ~. Ot 4 in. 

total as — .. 33 ft. 3$ in. 


He ating surfaces : 
Small tubes 
Large tubes .. 
Firebox and arch tubes 


457 sq. ft. 
260 sq. ft. 
136-5 sq. ft. 


853-5 sq. ft 


Total evaporative 
180-0 sq. ft 


Superheater 


Combined total 

Grate area 

Boiler pressure ; os 
Tractive force at 85 per cent. boiler 

pressure ae Sia .. 18,200 Ib. 
Weight in working order 74 tons | cwt. 
Adhesive weight ‘ 37 tons 7 cwt. 
Factor of adhesion in full working order 4-6 


033-5 sq. ft 
28 sq. ft. 
250 Ib. per sq. in. 


The firebox is of the round-top type, 7 ft. long by 
5 ft. 13 in. wide outside at the foundation ring. The inner 


firebox is of steel and is extended forward to provide a 
combustion chamber. Steel staybolts are used in tue water 
spaces, and those in the breaking zone are flexible. The 
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first three rows of crown stays are also flexible to allow 
for expansion of the firebox. The large and small] flue 
tubes are of steel. 

The main steampipe inlet is situated in the dome and is 
not provided with a stop valve. The superheater is an 
18-element Melesco, with multi-valve regulator. A rocking 
pattern grate, with a drop plate at the front end, and a 
double-hopper ashpan are fitted. The side and back 
tanks together have a capacity of 2,000 gal. of water and 
the bunker holds 4 tons of coal. Both the tanks and 
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bunker are of fabricated and welded construction. Special 
fittings other than those already quoted are included in t! 
equipment of the locomotive :— 


M.C.A. central couplers, Davies & Metcalfe live steam inject 


Ross pop safety valves, Willcox’s Ramoneur tube cleaner, Dia1 i 
soot blower, Lambert sanding apparatus, Wakefield mecha l 


six-feed lubricator, Stone-Deuta electrical speed indicator, | 
Roberts, asbestos mattress lagging, vacuum brake operate: 
30/20 Dreadnought ejector, Stone’s electric lighting equipn 
‘“‘ Ajax ’’ hard grease, and Tecalemit soft grease lubrication appa 
and fittings. 
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The unloader at work 


A Mechanical Excavator Unloader 


A mechanical excavator unloader, designed to facilitai 
the unloading of wagons at tip sites, has been put to 
work at Beighton, near Sheffield, L.N.E.R. Its desien 
conforms to that of an orthodox steam navvy, except that 
the bucket grab and drag-line equipment is replaced by a 
special steel plate fitted at an angle to a carriage which 
runs along the jib and is controlled from the cabin by 
wire ropes. Loads may be either pushed or pulled 
the waiting wagons. The unloader may be converted to 
an ordinary ex¢avator by the substitution of a grab and 
line for the push-plate appliance, or, yet again, to a cran 
It is greatly reducing the work of removing from both 
drop-sided and high-sided wagons surplus refuse brought 
to Beighton from nearby works; twenty drop-side or nine 
high-side wagons may now be unloaded in one hour, and 
Is. 2d. is saved on each. 
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** READ WHEREVER THERE ARE 
RAILWAYS” 


In normal circumstances our slogan 

(above) is literally true, but these two 

illustrations are, to us, especially 

forcible reminders of how the present 

hostilities have upset the circulation of 

this periodical to subscribers in Eastern 
Europe 
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RAILWAY NEWS SECTION 


PERSONAL 


Members of the Permanent Commis- 
sion of the International Railway 
ress Association elected last July 


O. V. Bulleid, Chief Mechanical 
Envineer, Southern Railway; Mr. K. 
Sikama, Manager of the Berlin office 
of the Japanese Government 
Railways; Mr. J. A. Bell, India 
Office: M. Leclere du Sablon, 
Directeur du Service des 
Approvisionnements, Comman- 
de et Marchés, French 
National Railways Company; 
H. E. Tarraf Aly Bey, Under 
Secretary of State, Ministry of 
Communications, Egypt; M. A. 
Porchez, Directeur du Service 
Central des Installations fixes, 
French National Railways Com- 
pany; Sr. Arturo Noni, General 
Manager, Railway Department, 
Ministry of Public Works of the 
Argentine Republic; Prof. Dr. 
J Goudriaan, President, 
Netherlands Railway Company; 
Mr W. <A. Stanier, Chief 
Mechanical Engineer, L.M.S.R.; 


Mr. C. H. Newton, Chief 
General Manager, L.N.E.R.; 
Herr W. Kleinmann, Staats- 


sekretar, Reichsbahn; Dr. Ing. 
eh. Max Leibbrand, Ministerial- 
direktor, Reichsbahn; Herr 
Werner Bergmann, Ministerial- 
direktor, Reichsbahn; M. Jean 


Berthelot, Assistant General 
Manager, French National 
Railways Company. 

Sir Nigel Gresley, Chief 


Mechanical Engineer, L.N.E.R., 
Member of the Permanent 
Commission, has become a 
Member of the Executive Com- 
mittee. 

[he Secretary of State for 
Scotland, after consultation 
with the Minister of Home 
Security, has appointed Mr. Joseph 
Westwood, M.P., to be Deputy 
District Commissioner for the Western 
District of Scotland under the Civil 
Defence Regional Organisation. The 
District Commissioner is Sir Cecil Weir, 
K.B:E., M.C. 


Sir Albert J. Bennett has been elected 
Chairman of Ransome & Marles Bear- 
ing Co. Ltd. to succeed the late Mr. 
V. S. Woods 


We regret to note the death in Edin- 
burgh, on September 22, of Mr. John 
Ruskin Phillips, M.B.E., who retired 
from the position of Locomotive, Car- 
riage, Wagon & Steamer Superinten- 
dent, Burma Railways, in 1921. 


Mr. Vincent L. Dean, the confirma- 
tion of whose appointment as General 
Manager of the Ceylon Government 
Railway we recorded in our issue of 
September 22, has since May last been 
Divisional Superintendent at Ferozepur 
on the North Western Railway of 
India. Mr. Dean, who is 48 years of 
age, received his early training on the 





Mr. Vincent L. Dean 


Appointed General Manager of the 
Ceylon Government Railway 


London & North Western Railway, and 
in 1914 was appointed by the Secretary 
of State for India to be an Assistant 
Traffic Superintendent of the Indian 
State Railways, and was posted to the 
North Western system. He officiated 
as District Traffic Superintendent in 
1918 and was subsequently confirmed 
in that appointment. In 1933 he 
became Principal of the Walton Train- 
ing School of the North Western Rail- 
way, a post he vacated in February, 
1937, when he took up the position of 
Resident Manager of the Indian Rail- 
ways Publicity Bureau in New York. 
In accordance with the recommenda- 
tions of the Wedgwood Committee 
report that attention should be concen- 
trated on publicity in India rather than 
on tourist advertising abroad, the Rail- 
way Board decided in June, 1938, to 


close the New York bureau, and so Mr. 
Dean returned to the North Western 
Railway in the autumn of that year. 
Until May last he was Divisional Trans- 
portation Officer at Karachi. Mr. Dean 
holds the rank of Major in the Auxiliary 
Force, India, and the Volunteer (long 
service) Decoration. 


THE INSTITUTE OF TRANSPORT 
PREMIUM Awarps, 1938-39 
The council of the institute 

has made the undermentioned 

premium awards in respect of 
the session 1938-39 :— 

Railway Operating Premium 
(Donor: The Railway Com- 
panies Association) 

To S. H. Fisher (Member), 
Assistant Chief Operating Man- 
ager, L.M.S.R., for his paper 
on ‘‘ Acceleration of railway 

services.”’ 

Road Transport (Passenger) 

Premium 
(Donor: London Passenger 
Transport Board) 

To Col. A. S. Redman, C.B., 
R.E. (rtd) (Member), formerly 
Chairman of the Traffic Com- 
missioners, West Midland Area, 
for his paper on ‘“‘ Passenger 
transport by road in relation to 
railway services.’’ 

Coastwise Shipping Premium 

(Donor: Sir Alfred Read) 

To H. M. Clarke, of Coast 
Lines Limited (Liverpool), for 
a contribution on ‘‘ The case 
for the British Coasting trade.’’ 


Graduate Premium 
To J. Blackstock, of the 
L.N.E.R. (Edinburgh), for a 
contribution on ‘‘ High speed 
on the railway.’ 
Student Premium 
To A. S. Yarnold, of Pick- 
fords Limited (Birmingham), 
for a contribution on ‘‘ Parcels 
delivery.”’ 
‘© Modern Transport Premium 
To A. B. Smart (Graduate), of the 
L.N.E.R. (Newcastle-on-Tyne), for a 
contribution on ‘‘ Some reflections on 
agreed charges.’’ 


’ 


a” 


It is with regret we learn of the death, 
on September 21, of Mr. Alfred H. M. 
Solomon, a pioneer in both the cycle 
and the motorcar industries. Mr. 
Solomon was very well known in railway 
circles as an authority on certain aspects 
of railway and locomotive history, and 
loans from his collection were much 
appreciated at many exhibitions.. He 
was a nephew of the late Abraham 
Solomon, the artist, and, as we recorded 
in THE Rattway GAZETTE of Decem- 
ber 4, 1936, at page 935, presented 
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framed engravings to the L.M.S.R. of 
two of his uncle’s paintings in which 
faithful representations of first and 
second class carriages of the early days 
of the L.N.W.R. formed the background. 
Mr. J. B. Elliot, whose appoint- 
ment as Deputy General Manager of 
the Southern Railway was recorded in 
last week’s issue, since 1937 has been 
a director of the following companies 
associated with the Southern Railway: 
Devon General Omnibus & Touring Co: 
Ltd. 
Southern National Omnibus Co. Ltd. 
Southern Vectis Omnibus Co. Ltd. 
Railway Air Services Limited 
Great Western & Southern Air 
Limited (Chairman). 


Lines 


An obvious error occurred in our para- 
graph last week which was not noticed 
in proof reading. It should have been 
stated that Mr. Elliot was educated at 
Marlborough and the Royal Military 
College, Sandhurst. 

Sir Clement Hindley will be inducted 
as President of the Institution of Civil 
Engineers for the vear 1939-40 on 
Tuesday, November 7, at the Institu- 
tion’s headquarters in London. Sir 
Clement Hindley’s presidential address 
will appear in due course in the journal 
of the institution. The ordinary meet- 
ings of the institution will be suspended 
until further notice, except in so far as 
these may be necessary for the trans- 
action of routine business. 


We regret to record the death on 
September 7 of Mr. W. H. Trewartha- 
James, a member of the firm of Messrs. 
James Brothers, Consulting Engineers. 
He was a foundation member of the 
Institution of Mining and Metallurgy 
and was well known in mining circles. 
Mr. Trewartha-James was born at Red- 
ruth in 1861, and for five years, from 
1880, was Assistant Manager in Vene- 
zuela of the New Quebrada Railway 
Land & Copper Company. 

We regret to record the death of Mr. 
Walter Morison, who up to March, 1936, 
was a Member of the Stock Exchange, 
and Senior Partner in the firm of 
Morison & Morison. He was keenly 
interested in everything connected with 
railways and possessed a wide know- 
ledge of every branch of railway statis- 
tics—a knowledge which was drawn 
upon freely by his business associates 
and clients. 


We regret to record the death on 
September 23 of Mr. Fred Brown Simp- 


M.P. for Ashton-under- 
Lyne since 1935, and a former Lord 
Mayor of Leeds. Mr. Simpson, who was 
53 years of age, was a native of Notting- 
ham and entered there the railway 
service at the age of 14 in 1900, on the 
staff of the former Great Northern Rail- 
way. Throughout his association with 
railway work he was an active member 
of the Railway Clerks’ Association and 
in 1932 was elected to the presidency. 
This office he held until 1937, when he 
was appointed Chief Assistant Secretary. 


son, Labour 
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CHIEF CASHIER’S OFFIcE, L.N.E.R. 

We are informed that the London & 
North Eastern Railway Company has 
decided to re-organise the cash and 
wages work at present being carried out 
in offices in London, Newcastle, and 
Edinburgh, and to centralise the work 
under a Chief Cashier, who will be 
responsible to the Secretary of the com- 
pany for the general conduct of the 
cash work. The new Chief Cashier’s 
office will, in due course, be situated at 
Liverpool Street station, London, but 
owing to the outbreak of war, the office 


Jas, Bacon & Sons] [Newcastle-on-Tyn 


Mr. E. CG. Whillis 
App ynted Chief Cashier, L.N.E.R 


for the present will be at 
upon-Tyne. 

Mr. E. G. Whillis has been appointed 
to the position of Chief Cashier. He 
joined the service of the former North 
Eastern Railway as a junior clerk in 
1901 and, after holding various posi- 
tions at Darlington and Newcastle, was 
promoted to the position of Cashier, 
North Eastern Area, London & North 
Eastern Railway, on January 1, 1936. 

Mr. H. S. Butterworth, Cashier 
(Southern Area) retired on Septem- 
ber 30, in consequence of ill-health. 

Mr. J. Davidson, Cashier (Scottish 
Area), has reached retiring age and will 
retire on December 31 next. 


Newcastle- 


We regret to record the death at 
Stonehaven, on September 22, of Mr. 
R. L. Callan, Provost of Stonehaven. 
Mr. Callan had been Stationmaster at 
Dundee West, L.M.S.R., for the three 
years prior to his retirement in 1926. 

Mr. A. E. Chapman, whose death we 
recorded in our issue of Septem- 
ber 22, acted as Secretary to the 
Irish branch of the Railway Bene- 
volent Institution from December, 
1926, until November 22, 1929. Mr. 
Chapman was District Superintendent 
of the Great Southern & Western Rail- 
way from April, 1918, until the amal- 
gamation of the Irish Free State rail- 
ways in 1925. 
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Mr. E. A. Milne, Works Superi 
dent, Barassie wagon works, L.\ 
was transferred on September | 
position of Outdoor Assistant 
Chief Mechanical Engineer for Sc: 
Mr. Milne had been at Barassie 
for 15 years, where he was res] 
for their modernisation. 

The Supply Council, the est 
ment of which Dr. Leslie Burgi 
Minister of Supply, announced 
House of Commons on Septem! 
includes in its constitution, the M 
himself (as Chairman); Mr. |] 
Ashley Cooper, Director-Gener 
Finance and a Member of the Li 
Passenger Transport Board; an 
Peter Bennett, Director-Gener: 
Tanks and Transport. Mr. Ber 
who is President of the Federati 
British Industries, will also contr 
production of railway material, ¢ 
eering stores, and signal stores. 


We learn with regret of the deat 
September 13 of Mr. James Buch 
Mackinnon, Schedules Superinten: 
(Road Transport), London Passe 
Transport Board. Mr. Mackinnon 
born on January 30, 1878, and 
educated at the Council School, Glas- 
gow, and Glasgow Technical Colleze. 
He was 8} years with the Glasgow Cor- 
poration Tramways, latterly as chief 
timetable clerk. In 1904 Mr 
Mackinnon entered the service of the 
Metropolitan District Railway as Staff 
Assistant to the General Manager and 
later became Chief Clerk to the Supet 
intendent of the Line. In 1912 he was 
Traftic Assistant with the London 
United Tramways Limited and in 1913 
was appointed an officer with the titl 
of Traffic Superintendent; later he was 
made General Traffic Superintendent of 
all tramways companies in the Under- 
ground group of companies. In 1920 
he was appointed Superintendent of 
Schedules for the London General 
Omnibus Co. Ltd., and in 1933, upon 
the formation of the London Passenger 
Transport Board, was _ appointed 
Schedules Superintendent (Road Trans- 
port), in charge of schedules for all 
road services, and in April, 1939, was 
appointed a principal officer of the 
board. 

Mr. A. F._ Andrews, Assistant 
Schedules Superintendent (Road Trans- 
port), London Passenger Transport 
Board, has been appointed to succeed 
the late Mr. J. B. Mackinnon as 
Schedules Superintendent as_ from 
October 1. Mr. Andrews joined the 
London United Tramways Limited in 
1906 as junior traffic office assistant at 
Hanwell depot. In 1909 he was trans 
ferred to head office and in 1911 was 
placed in charge. of matters relating to 
traffic staff records. He became Chief 
Clerk of Staff Section of the tramway 
companies in the Underground group in 
1919 and in 1926 was appointed 
Deputy Traffic Superintendent of the 
same companies. In 1933, when the 
London Passenger Transport Board was 
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fc d, he was made Assistant to the 
G al Superintendent (Trams and 
Tr: leybuses) and in 1936 was 


inted Assistant Schedules Superin- 
tendent (Road Transport). 


Wallace Campbell, General Mana- 
f the Ford Motor Company in 


( ida, has been appointed Chairman 
of che new Board of Munitions & Supply 
in anada; and Mr. Robert C. Vaughan, 
\ President (Purchases and Stores) 
of the Canadian National Railways, is 
\ -Chairman, and Chairman of the 


Defence Purchasing Board. 


Ir. W. A. J. Day, Assistant General 
Manager (Technical), South African 
Railways and Harbours, is acting as 
General Manager during the absence, 
through indisposition, of Mr. T. H. 
Watermeyer. We published a portrait 

| short biographical notice of Mr. 
Day in THE Rattway GAZETTE of 
March 10 last, on page 423, at the time 

his appointment as Assistant General 
\lanager (Technical). 

We regret to record the death at the 

of 82 of Mr. Sydney Evershed, who 
retired from the chairmanship of Ever- 
shed & Vignoles Limited in 1938. He 

d been associated with the electrical 

dustry for well over half a century, 
ind his name is linked particularly 
with the development of instruments 
for testing insulation, and for electrical 
measuring. A recent work of his firm 
has been the perfecting of an induction 
speedometer for railway vehicles, and 
this instrument is fitted to the new 
trains of the London Passenger Trans- 
port Board. 


Mr. Maurice George Tweedie, 
\.M.I.E.E., well known to our readers 
Honorary Secretary of the Institu- 
tion of Railway Signal Engineers, 
retired from the service of the Great 
Western Railway, owing to ill health, 
on September 5, after 35 years’ service. 
Mr. Tweedie was born at Middlesbrough 
in 1884, the grandson of J. Dunning, one 
of the associates of Pease and Stephen- 
yn in the construction of the Stockton 
& Darlington Railway. After training 
at the Finsbury Technical College, he 
joined the G.W.R. Electric Light De- 
partment, and was later transferred to 
the newly-formed Electrical Engineering 
Department at Swindon as an assistant 
for train lighting. In 1913 Mr. Tweedie 
went to the Signal and Telegraph De- 
partment at Reading. From October, 
1914, to November, 1919, he served in 
l‘rance with the Royal Engineers (Signal 
Service), attaining the rank of Captain, 
ind on demobilisation he returned to the 
G.W.R. Signal Department as a tech- 
nical assistant. Mr. Tweedie was elected 
Honorary Secretary for the I.R.S.E. in 
1923. He has been actively concerned 
vith the standardisation work of the 
British Standards Institution, and has 
seen the membership of the Institution 
£ Railway Signal Engineers increase 
from 300 to over 900 during his term of 
othice. 
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We regret to record the death, in New 
York, on September 18, at the age of 77, 
of Mr. Charles M. Schwab, Chairman of 
the board of directors of the Bethlehem 
Steel Corporation. Mr. Schwab was 
born on February 18, 1862, and began 
his working life as a stagecoach driver. 
For half a century he was an outstand- 
ing figure in the American iron and steel 
industry, and during the war of 1914- 
1919 he directed the production of very 
large amounts of munitions, submarines, 
and other supplies for the Allies. 
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Mr. F. Grant, who in October, 1934’ 
was appointed Head of the Excursion 
Section, Chief Commercial Manager’s 
Department, L.M.S.R., has retired. 

Mr. Leslie Flatt, B.Sc. (Hons.), Lond., 
M.Inst.C.E., M.I.Mech.E., M.I.Loco.E., 
V.D., Chief Mechanical Engineer, North 
Western Railway; has been appointed 
to fill the newly-created post of Deputy 
Chief Controller in the Indian Stores 
Department of the Government of India, 
with headquarters in Simla and Delhi. 








STAFF AND LABOUR MATTERS 


Wages of Shipyard Workers 

As a result of the negotiations between 
the Shipbuilding Employers’ Iederation 
and the Confederation of Shipbuilding & 
Engineering Unions, which terminated 
at Carlisle on September 28, the wages 
of shipyard workers have been increased 
by 2s. a week for time workers and by 
4 per cent. for pieceworkers, with retro- 
spective effect from the beginning of 
September. The terms of the agreement 
are :— 

(1) The 8s. bonus advance granted to 
male employees 21 years of age and over 
by the 1936, 1937, and 1938 general wages 
agreements to be increased to 10s. a week, 
and the corresponding advances to piece- 
workers, amounting to 16 per cent., to be 
increased to 20 per cent. as from the be- 
ginning of the first full pay week in Septem- 
ber, 1939. 

(2) The advance to apply to men whose 
wages fluctuate with shipbuilding and ship 
repairing wages, but not to men whose 
wages fluctuate with wages in other indus- 
tries. 

(3) The advance to apply to junior male 
employees in accordance with the agree- 
ment between the Shipbuilding Employers’ 
Federation and the Confederation of Ship- 
building and Engineering Unions, dated 
February 17, 1938. 


Control of Employment Act 

The Control of Employment Act, 
which received Royal Assent on Sep- 
tember 21, confers on the Minister of 
Labour and National Service powers 
with respect to the control of employ- 
ment during the present emergency. 
The Act empowers the Minister to issue 
orders prohibiting any employer from : 

(a) publishing—without the Minister’s 

consent—any advertisement stating 
that he desires to engage any worker 
covered by the order ; or 

(b) engaging or re-engaging any worker 

covered by the order—unless con- 

sent thereto has been given by or on 

behalf of the Minister ; 
but, before issuing any such order, the 
Minister must submit a draft of the order 
to a committee, appointed by him, con- 
sisting of a chairman and equal numbers 
of members representing, respectively, 
organisations of workers, and organisa- 
tions of employers which appear to him 
to be concerned. Any report made by 
such a committee must be laid with the 
order before Parliament. 

No order made by the Minister is to 
apply to engagements or re-engagements 
which are effected in accordance with 
arrangements made (either before or 








after the commencement of the Act) 
between an employer or an employers’ 
organisation, and a trade union, pro- 
vided that such arrangements are ap- 
proved by the Minister, and operated in 
accordance with such directions, if any, 
as may be given by the Minister. The 
Minister cannot refuse his consent to a 
worker’s engagement or re-engagement 
unless he is satisfied—and notifies the 
worker—that an opportunity of suitable 
alternative employment is available to 
him. 

If the Minister refuses his consent, the 
worker may appeal to the Court of 
Referees (constituted under the Un- 
employment Insurance Act, 1935) and 
the Court, if satisfied that no such 
opportunity of suitable alternative em- 
ployment is available, must allow the 
appeal. If an appeal is allowed, the 
worker is to be awarded compensation— 
in accordance with regulations to be 
made by the Minister with the approval 
of the Treasury—for any loss occasioned 
to him by reason of the Minister’s 
refusal. Such regulations, when made, 
must include provision for securing that 
unemployment insurance benefit will 
not be payable for any period in respect 
of which compensation is awarded 

Steel Workers’ Wages 

A conference of the Joint Board of 
the South Wales Siemens Steel Associa- 
tion at Swansea, on Saturday, Septem- 
ber 30, decided that the wages of steel- 
workers’ labourers are to be increased by 
3s. 3d. a week, bringing their payment 
up to £2 12s. 6d. Locomotive drivers and 
shunters were awarded an increase of 
Is. 10d. a day in the form of bonuses. 
The increases are retrospective from 
the outbreak of war. 

Coal Miners’ Wages 

An application for an immediate flat 
rate increase of Is. a day for adults and 
6d. a day for youths under 18, has been 
put forward by the Mineworkers’ Federa- 
tion of Great Britain on behalf of all the 
workers in the mining industry, to meet 
the rise in the cost of living caused by 
the war. It is understood that this is in 
the nature of an interim demand pend- 
ing the ascertainment of the actual 
increase in the cost of living for Septem- 
ber, the first month of the war, and if 
granted, will operate until the end of 
October, when it is hoped to bring about 
an arrangement whereby wages increases 
will be automatically adjusted to the 
rising cost of living. 





SPECIAL NOTICE 


Passenger, Merchandise, Mineral, 
Live Stock and Goal Glass Traffic. 





The Railway Companies regret that in 
consequence of the crisis it is necessary for 
them to give notice that their regular Passenger 
and Goods Train and Boat Services may be 
considerably curtailed or interrupted and that 
they will only be able to book passengers and 
accept traffic as circumstances permit, and then 
only on the understanding that they cannot be 
responsible for any delay, damage or loss which 
may arise through any such curtailment or 
interruption. 


BY ORDER. 


August. 1939. 
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REGISTERED TRANSITS 
“Green’ Arrow and Blue” Arrow 
Services 





Notice is hereby given that in 
consequence of the pressure on 
the Railways owing to War 
requirements the “Green” Arrow 
and “Blue” Arrow registered 
transit arrangements for expedit- 
ing delivery of consignments by 
Railway is suspended. 


BY ORDER 
of the Railway Executive Committee. 


3rd September, 1939 


Suspension of registered transit 
arrangements from the outbreak of 
war, under notice dated September 3 


October 6, 19 


WHITE LABEL‘: 
FOR GOODS 


The Railway Executive Commit 





announces that, in order to facilitate 
handling of traffic in the interests of b 
Traders and the Railway Companies, gi 
tendered for conveyance by rail on and ai 
8th September, 1939, must, during 

period of emergency lighting, bear a w 


label clearly addressed m black ink or ty 


Railway consignment notes also mu 


be clearly typed or written in black ink. 


By Order of the 
RAILWAY EXECUTIVE COMMITT! 


Poster, issued on September 8, 
labelling instruction which becan 
operative immediately 


Railway Executive Committee 


RAILWAY WAGONS 
AND SHEETS 


The attention of the Traders is called to 
the urgent necessity of making every effort to 
avoid detention of Rolling Stock either loaded 
or empty. The demand for Railway wagons 
and sheets is extremely heavy owing to the 
large amount of Government traffic and 
material for the manufacture of Munitions, 
which the Railway Companies are being 
called upon to handle specially. 


The Railway Executive Committee earnestly 
request the co-operation of the Traders through- 
out the Country in assisting them to cope 
with the heavy traffic which is being worked 
under exceptionally difficult conditions. 


Two means by which material assistance 
can be rendered are:— 
(1) Traffic should not be loaded In wagons except when 
required for immediate despatch. 
(2) Wagons received with inward traffic should be 
unloaded and handed back to the Railway Company 
with all possible despatch. 


Notice issued by the four main-line 
railway companies towards the end of 
August 


CASH ON DELIVERY 
ARRANGEMENT 


NOTICE IS HEREBY GIVEN 
that owing to the require- 
ments made upon the 
Railways in consequence 
oi the present emergency, 
the Cash on Delivery (C.0.D.) 
arrangement is now 
withdrawn. 














By Order of 
The Railway Executive Committee. 


140 Sepember 09 100 Septaenieer (999 


Request of September 14 to avoid 


detention of rolling stock 


Suspension of C.O.D. arrangements 
under notice dated September 14 


BRITISH RAILWAY POSTER ANNOUNCEMENTS CONCERNING EMERGENCY FREIGHT FACILITIES 


The texts of these announcements have been included from time to time in 
our series ** Transport Services and the War.” Since September 1 all such 
posters have, of course, been issued by order of the Railway Executive Committee 
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THE RAILWAY CAZETTE 


TRANSPORT SERVICES AND THE WAR—6* 


A public L.M.S.R. timetable—More sleeping cars—Protection of London 
tubes against flooding—-The position in Canada—New Belgian line at Liége 


e the week of crisis that preceded the war, we have 


rt led regularly the resultant changes in the transport 
St s both of Great Britain and of other parts of the world. 
ll \arrative has included the texts of the important special 
n s issued by the Railway Executive Committee and by 
t] dividual operators, but, as some of these are historic 


nents, we are now reproducing a selection of them in 

f. ile. On the facing page are five announcements con- 

ce ig emergency freight services, and below the three 
pl pal posters regarding passenger facilities. 

re have been no important timetable changes since last 

The L.M.S.R. has, however, issued a public timetable 


b fficially adopting the appropriate section of Bradshaw, 
| shed in L.M.S.R. red covers, price 3d. This timetable, 
\ h we review editorially at page 451, is substantially 
the September 11 schedule with the additions of September 18 


25 already noted in these columns. On Monday last, 
O er 2, the L.N.E.R. introduced a number of additional 
tl the principal of which are : 
140 a.m. Leeds to Wakefield, Doncaster, Grantham, and King’s 
( arriving 2.8 p.m.; 4.40 p.m. King’s Cross to Grantham, 
| ister, Wakefield, and Leeds, arriving 9.15 p.m. Both these 
es run daily, Sundays excepted. 
leeping car express leaving King’s Cross on weekdays (Satur- 
excepted) at 10.40 p.m. for Edinburgh, calling at the principal 
1ediate stations. In the reverse direction, also on five days a 
a sleeping car express from Newcastle to King’s Cross, leaving 
.5 p.m 


Previous articles in this series have been ‘‘ Transport Services 

the Crisis,’ September 1, page 334 ; and “‘ Transport Services 

the War,’’ September 8, page 358; September 15, page 382 ; 
S mber 22, page 410; and September 29, page 442 


From September 11 the L.N.E.R. has been running a limited 
number of first and third class sleepers from King’s Cross on 
the 7 p.m. to Aberdeen, the 9.30 p.m. to Edinburgh, and the 
9.40 p.m. to Newcastle. 

Sleeping Cars 

Since the introduction of the emergency timetables on 
September 11, the only sleeping cars running have been a few 
on the L.N.E.R. and L.M.S.R. lines to the North, but since 
the beginning of this week the additional sleeping cars men- 
tioned above have been provided by the L.N.E.R., and the 
G.W.R. has resumed the operation of such vehicles. On the 
IL.M.S.R. first and third class sleeping cars are provided by 
one train in each direction respectively between Euston and 
Glasgow, Perth and Stranraer, and St. Pancras and Glasgow. 
The blue lights fitted to the sleeping cars running on the 
L.N.E.R. have been replaced by white lights, as the shutters are 
padlocked and the window panes on the corridor side blackened. 
This enables passengers to read on the journey, should they so 
wish. Those who prefer to travel with the shutters open 
may still do so, but in such cases the attendants have been 
instructed to replace the white lights with the original blue 
lamps (of which they carry a supply) before the shutters are 
unpadlocked. 

On Monday last, October 2, the Great Western Railway 
introduced a first class sleeping car between Paddington and 
Plymouth. It is attached to the 9.50 p.m. from Paddington 
on Sunday and the midnight from Monday to Friday. Instead 
of midnight on Saturday, the train will leave at 12.30 a.m, 
(early Sunday morning). In the reverse direction similar 
accommodation is provided on the 8.20 p.m. from Plymouth 
(North Road) every week night and Sunday night. The 





RAILWAY PASSENGER 


SERVICES 


NOTICE 
TO RAILWAY PASSENGERS 


WAR RAILWAY 
SERVICES 





On and from Monday, Sept. II 





DURING EVACUATION 


The Main Line Railways announce that 
during Evacuation, alterations in the existing 
Passenger Services will be necessary, and the 
public are requested to limit their train travel 
to essential journeys. 


The following information will be of guidance :— 


LONDON SUBURBAN SERVICES. 

Before 8.0 a.m. and after 5.30 p.m. services 
will be as near as possible normal. 

Between 8.0 a.m. and 5.30 p.m. skeleton 
services only will operate. 


PROVINCIAL SUBURBAN SERVICES. 


During the hours of evacuation, skeleton 
services only will operate. 


MAIN LINE SERVICES. 


The Railways expect to maintain Main 
Line services, but no guarantee can be given 
as extensive alterations to existing time tables 
may have to be made without notice. 





The Railways will make every endeavour to provide 
the best possible services, and are confident that they 
may rely upon the co-operation of the public in their 
eltorts 


NOTICE IS HEREBY GIVEN 


that, due to the National Emergency, the following 
alterations in Passenger Train travel, as applying to 
the Railways in Great Britain, will come into force 
on and from MONDAY, tith SEPTEMBER, 1939- 


1. Passenger Train Services. 

The Passenger Train Services will be 
considerably curtailed and decelerated. 
For details see the Company’s Notices. 

2. Cancellation of Reduced Fare Facilities. 

Excursion and Reduced Fare facilities 
(except Monthly Return, Week-end, and 
Workmen’s tickets) will be discontinued 
until further notice. 

3. Season and Traders’ Tickets. 
Season and Traders’ tickets will 
continue to be issued. 
4. Reservation of Seats, Compartments, Etc. 

The reservation of seats and com- 
partments, and saloons for private 
parties will be discontinued. 
Restaurant Cars and Sleeping Cars. 

Restaurant Car facilities will be 
withdrawn, and only a very limited 
number of Sleeping Cars will be 
available. 














aid 





By Order 


11h Sepeomber, (09 THE RAILWAY EXECUTIVE COMMITTEE. 


on the L.M.S.R., L.N.E.R., G.W.R., 
S.R., and the Metropolitan & G.C. 
and Watford Joint Lines 


PASSENGER TRAIN SERVICES 

Passenger train services will be considerably curtailed 
and decelerated. For details see the Company’s’ 
notices. 


2. RESERVATION OF SEATS, COMPARTMENTS, ETC. 
The reservation of seats and compartments, and 
saloons for private parties will be discontinued. 
RESTAURANT CARS AND SLEEPING CARS 
Restaurant Car facilities will be withdrawn, and only 


a very limited number of Sleeping Cars will be 
available 


w 


4. CANCELLATION OF REDUCED FARE FACILITIES 
Excursion and reduced fare facilities (except Monthly 
Return, Week-end, and Workmen's tickets) will be 
discontinued until further notice. 


On all railways 


5. SEASON AND TRADERS’ TICKETS 
Season and Traders’ Tickets will continue to be 
issued 


By Order 
THE RAILWAY EXECUTIVE COMMITTEE 


September t!, 1939 


PRITISH RAILWAY POSTER ANNOUNCEMENTS CONCERNING EMERGENCY PASSENGER FACILITIES 


The first was issued by the main-line railway companies at the end of August; and 





the two others. by order of the Railway Executive Committee, are dated September 11 
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LONDON TRANSPORT 


Special Notice 


PASSENGER TRAFFIC 
BY RAILWAY AND ROAD 


The London Passenger Transport Board 


regret that in consequence of the See reference on facing page to 
crisis it is necessary for them to give the closing of the various sections 
notice that their regular road and rail of tube line beneath the Thames. 


and to the installation of emerg- MOORGATE 


services may be considerably curtailed 
or interrupted, and that they will 
only be able to book and convey 
passengers as circumstances permit, 
and then only on the understanding 
that they cannot be responsible for any 
delay or loss which may arise through 
any such curtailment or interruption 


By order of 


THE RAILWAY EXECUTIVE COMMITTEE 


Railway Executive Committee notice 
covering both rail and road services 
in the London Area 


CLOSING OF STATIONS 


In order that certain work may be 
carried out, it has become necessary 
to close, until further notice, the 
following stations entirely, except 
that the interchange subways will be 
available at the stations marked thus* 


Arsenal Knightsbridge 
BaLham *Leicester Square 
*Bank cena une Maida Vale 

Bond Street Marble Arch 
Chancery Lane Old Street 
Charing Cross }Nonmen tne Oval 

Clapham Common *Oxford Circus 
Green Park *Tottenham Ct. Rd. 
Hyde Park Corner Trinity Road 

Kings Cross } komme tne Waterloo worriem une 


In addition, the train service on the Northern Line 
will not run between Kennington and Strand 


AVAILABILITY OF TICKETS. Holders of current season tickets available at stations closed may 
if they wish, surrender their tickets at any Ticket Office (or by post to the Commercial 
Manager, London Transport, 55, Broadway, S.W.!), and they will in due course receive a full 
refund for the unused period as from the date of surrender 

Owing to the exceptional circumstances, it will not be possible to ensure that accommodation 
for season ticket holders will be available on alternative road or rail services, but such 
passengers may use them if they can 

Single and return journey tickets will not be available on alternative road or rail services 


CLOAK ROOM deposits will be removed from the closed stations to the Lost Property 
Office at 200, Baker Street (adjoining Baker Street station), where they may be claimed on 
Mondays to Fridays only between 10 am. and 7 pm 


© 


Original London Transport announcement of Septem- 
ber 1 regarding station and Kennington—Strand line 
closure 


ency floodgates therein 


NOTICE 
NORTHERN LIN= 


From September 7th, the 
section of the Northern Lin: 
between London Bridge and 
Moorgate will be closed 


The section between Kennington 
and Strand will remain closed 


Extra buses will be placed on bus 
routes serving 


BANK 
LONDON BRIDGE 


Railway tickets will be availabiec 
on the bus services between 
London Bridge and Moorgate 
Until further notice the Northern Line 
trains will then only operate between 

Morden, Kennington and 

London Bridge 
Moorgate and E. Finchley & Edgware 
Strand and East Finchley & Edgware 


© 


Announcement of London Bridg: 
to Moorgate line closure 


CLOSING OF STATIONS 
ON AND FROM SEPTEMBER 7 


In order that certain work may be carried out, 
it has become necessary to close until further 
notice, the following stations entirely, except 
that the interchange subways will be available 
at the stations marked thus* 


Arsenal Knightsbridge 
Balham Maida Vale 

@Bank } forma une Marble Arch 

Bond Street Old Street 
Chancery Lane Oval 

Charing Cross}iormmiune *Oxford Circus 
Clapham Common *Tottenham Ct. Rd. 
Green Park Trinity Road 

Hyde Park Corner Wate rr Loo worrenn une 
Kings Cross } Konmen une 


2 The ticket hall and lifts at Bank (Northern Line) station will remain open to provide access to 
Central Line trains and to the subway connection with Monument 


AVAILABILITY OF TICKETS. Holders of current season tickets available at stations closed may 
if they wish, surrender their tickets at any Ticket Office (or by post to the Commercial 
Manager, London Transport, 55 Broadway, S.W.!), and they will in due course receive a full 
refund for the unused period as from the date of surrender. Owing to the exceptional circum- 
stances, it will not be possible to ensure that accommodation for season ticket holders will be available 
on alternative road or rail services, but such passengers may use them if they can. Single and 
return journey tickets will not be available on alternative road or rail services. CLOAK ROOM 
deposits will be removed from the closed stations to the Lost Property Office at 200, Baker 
Street (adjoining Baker Street station), where they may be claimed on Mondays to Fridays 
only between (0 a.m. and 7 p.m. 


In addition, the train service on the Northern Line will not run 
between Kennington and Strand or between London Bridge and 
Moorgate. The availability of tickets will be as above, except that 
between Kennington and Strand single and return journey tickets will 
be available by alternative rail services; between London Bridge and 
Moorgate such tickets will be available by alternative road services 


— 


Revised announcement issued on September 7, with Bank 
closure differently stated, and London Bridge to Moorgate 
line closure added 
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ion of sleeping cars on the G.W.R. was suspended on 
nber 1, when the evacuation timetable came into force. 


Pullman Cars 

I onsequence of the Government having taken over 
| of the railways owing to the war, all the Pullman 
ompany’s restaurant facilities have been withdrawn, 

W he exception of a few electric Pullman cars running 
Central Section of the Southern Railway. The revenue 
of company has therefore been reduced seriously, and 
il w of this the directors are of the opinion that it is 
ible to defer consideration of the payment of the 

st on the 5 per cent. cumulative income stock due on 


O ver 1 until the figures for the financial year ended 
September 30 are available. On Saturday next (October 7) 
t irst class Pullman cars on the Metropolitan Line are 
being withdrawn. These were introduced on June 1, 1910. 
Phe two cars, Mayficwer and Galatea, which have maintained 
t service ever since, were described in THE RAILWAY 
GazettE of May 27, 1910. 


Irish Winter Train Services 


he winter train services of the Great Southern and Great 


Northern Railways of Ireland, which came into operation on 
September 11 and 18, respectively, are practically normal. 
On the former, the accelerated times of the 7.15 a.m. Dublin- 
Cork and 4.5 p.m. Cork-Dublin mail trains, made possible 


the use of the new three-cylinder 4-6-0 locomotives, are 
intained, as also the non-stop runs between Dublin and 
irles of the 6.30 p.m. from Dublin to Cork and the 7.45 a.m. 
1 Cork to Dublin. All restaurant, buffet, and Pullman 
s are running as usual on both railways. Over the lines 
the Northern Counties Committee, however, there were 
stantial decelerations from September 17. The best time 
tween Belfast and Portrush was increased from 1 hr. 13 min. 
| hr. 38 min., and between Belfast and Londonderry from 
2 hr. 11 min. to 2 hr. 27 min. However, the N.C.C. train 
service is still being maintained, except on Sundays, almost in 
entirety ; there are trains from Belfast to Portrush and 
ndonderry at 6.30, 9.0, and 11.45 a.m., and at 3.20 and 
20 p.m., averaging in journey time 2 hr. 32 min.; and at 
35, 9.30, and 11.0 a.m., and 3.15 and 5.55 p.m., from London 
rry to Belfast, but the eastbound journey is slower, averaging 
hr. 53 min. Portrush residents have a special 7.50 a.m. into 
fast, and a return evening train at 5.15 p.m., and a very 
ir service is provided on the Larne line. All the Belfast- 
mdonderry trains continue to carry refreshment cars. 


J 


London Transport 


Lighting arrangements on both the road and the rail 
hicles of London Transport have undergone some changes 
iring the past week or so. In an official statement which 
iched the press on September 28 it was announced that the 
tlome Office had approved a slight relaxation in the interior 
vhting restrictions in the board’s road transport vehicles. 
\ small slit has been cut in the cowls attached to the interior 
shting fittings, and from this slit a small beam of light is 
irown on the white ceiling; this facilitates paying fares 
nd giving change. Last week we recorded that since 
September 23 there has been improved lighting, during the 
ilackout period, on the tube and District Line trains. This 
med the subject of an official announcement, issued through 
the Ministry of Information on September 29, in which London 
lransport stated that the standardised system of lighting 
pproved for use during the blackout period when trains 
re running on the open sections of line has now been installed 
all trains on the District Line and the four tube line systems, 
iumely, the Northern, Piccadilly, Bakerloo, and Central 
Lines. The regulations allow three special low wattage 
imps, with the lower half of each painted a dark blue, to be 
itted into each railway car. In the tunnel section of the 
ines, full lighting is being maintained as before. On the 
Metropolitan Line some difficulty has been experienced in 
\btaining the supplies of the special lamps for the different 
types of rolling stock. As we stated last week, however, it 
is hoped that the installation of the special lamps in the 
Metropolitan Line stock will be completed very shortly. 
Passengers on Underground trains will be advised, at the 
next station, of the receipt of an air raid warning, so that all 
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who wish may alight and seek the nearest public shelter. 
Trains will then continue their journey. Those who remain 
in the trains should close the windows and ventilators, and 
pull down the blinds where these are provided. Trains will 
run throughout the period of a raid. The continued operation 
of the Underground railways is considered essential, as they 
will provide the only means of transport available at such a 
time. Underground stations will not be available for use as 
air raid shelters, and the entrances from the street will be 
closed. We understand, however, that responsible officials 
will be on duty at the gates to admit bona fide travellers. 
When an air raid warning signal sounds, all London Transport 
buses and trolleybuses will draw into the kerb and all trams 
will be brought to a standstill. Passengers are advised to 
make for the nearest air raid shelter and remain there until 
the all-clear signal is sounded, when the vehicles will resume 
their journeys. We observed that this procedure was adopted 
successfully on the morning of September 6. 

Services on the Underground railways are stated to be 
running normally save for certain curtailments during the 
slack period of the day and in the late evening. The 19 tube 
stations closed on September 1 have not yet been reopened. 
It was found necessary to close these stations until the pro- 
tective works have been completed which are designed to 
protect the railways from the possibility of flooding from the 
River Thames or from the bursting of water mains or sewers 
which pass through or are adjacent to the board’s stations. 
In many cases the work is extremely complex, and it may be 
several weeks before all the stations are again opened to traffic. 
Most of the work affects the station properties above platform 
level and trains, of course, continue to run through, but with- 
out stopping. In addition, Oxford Circus and Tottenham 
Court Road, which are closed at street level, remain in service 
for interchange traffic. Trains stop at the platforms, and 
passengers may alight for the purpose of using the deep-level 
interchange subways to other lines. Some uncertainty (re- 
sulting from misreading of the official notices) seems to exist 
regarding the Bank station. The position is that the Central 
Line surface station is closed, and the Northern Line platforms 
are closed, as the train service is suspended. Central Line 
trains continue to serve the Bank, and the ticket hall and 
lifts at the Northern Line station remain open to provide 
access to Central Line trains and to the subway connection 
with the District Line Monument station. 

The under-river section of the Northern Line between 
Kennington and Strand has been closed since September 1, 
in order that the installation of floodgates may be com- 
pleted. It will be recalled that from the evening of Septem- 
ber 27 to the morning of October 8, 1938, the Kennington to 
Strand (Northern Line) and Piccadilly to Elephant & Castle 
(Bakerloo Line) sections were closed for ‘‘ urgent structural 
works.’’ This year the Bakerloo section was closed for the 
one day on Sunday, August 27, to enable the structural work 
there to be completed, and since then the Bakerloo Line has 
functioned normally. 


Thames Floodgates in the Tubes 


Until this week it has not been permissible to mention the 
form of these special under-river protections, but it is now 
possible to describe briefly the work in progress on the Northern 
Line between Kennington and Strand. Electrically-operated 
floodgates, which can be closed across the tunnels, are being 
installed at Waterloo and Strand in order to enable these 
sections of tube to be isolated during an air raid, and so prevent 
risk of flooding as the result of damage to the tunnels under 
the river. On the Bakerloo Line, permanent floodgates have 
already been installed at Waterloo and Charing Cross, as 
mentioned above. As a temporary precaution, while the 
work of installation is in progress on the Northern Line, 
concrete bulkheads have been constructed in the tunnels at 
Charing Cross and Waterloo. These will be removed as soon 
as the floodgates are in position, and normal train services 
will then be restored, as the gates will be shut only when an 
air raid warning is received. The gates, which are made of 
built-up steel, slide horizontally into position within a 
specially-constructed framework, and are operated either 
electrically or by hand. For their operation electrically, 
which is controlled by a push-button, alternative supplies of 
power are available. The gates are designed to resist a force of 
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over 800 tons, which is several times greater than any possible 
force that might have to be borne. They can be closed within 
three minutes of the ‘‘ order to close ’’ being received. The 
gates on the Bakerloo Line have been closed during all the 
three air raid warnings, which were given after the 
outbreak of war, and their operation was successfully 
accomplished well within this time limit. An interlocking 
precaution is provided so that the cannot be closed 
there is a train on any of the sections of line which will 
Specially-trained staffs 


soon 


gates 
while 
be isolated by the closing of the gates. 
are in continuous attendance at all of the gates. 


Restoration of Cheap Day Tickets 
Captain Euan Wallace announced in the House of Commons 
on Wednesday October 4, that cheap day tickets 
will be restored on Monday next by the main-line railways. 
Tickets to London will not be issued from departure stations 
in the London area before 10 a.m. and will not permit return 
travel from London between 4 p.m. and 7 p.m., Mondays to 


evening, 


Fridavs inclusive. 


Requisitioning of Railway Property 

Che Railway Executive Committee has drawn the attention 
of railway staff (in a notice dated September 11) to the fact 
that plant or property of railway companies must not be 
requisitioned or otherwise removed save on the express 
authority of the Minister of Transport The Minister 
authorised certain railway officers to give his permission to 
the requisitioning or removal of such plant or property where 
this can be done without impairing the efficiency of essential 
railway The notice adds: ‘In your the 
officer delegated to give this permission 1s 
Any received by you from the 


has 


SCTVICeS case 


request Services or other 


Government Departments to requisition or remove plant or 
property of the railway company should be declined, and the 
applicant immediately referred to the officer mentioned.’ 


Message to G.W.R. Staff 


from Sir James 
Western Railway, is 
Vagazine 


Che staff of the Great Western Railway have always been quick 
to respond to demands made on them in time of emergency, and I 
would like to take this opportunity of expressing my appreciation 
of the magnificent services rendered by them in connection with 
the recent evacuation of London and other congested areas I have 
every confidence that this is only typical of the efforts that will 
be made by all grades in the strenuous and difficult days that are 
ahead 


Milne, 
included in 


General 
the 


The following message 
Manager of the Great 
October issue of the G.W’.R 


Earlier Closing of Goods Depots 

In order that the collection and acceptance of traffic from 
the public for dispatch by goods train may as far as possible 
be kept within the hours of daylight, the hours at which 
collection and acceptance from the public will cease from 
October 2 to November 18 are: Collection, 4.30 p.m. (Satur- 
days 12.30 p.m. \cceptance at goods depots, 5 p.m. (Satur- 
days 1 p.m 

Locomotive Sirens and Air Raid Warnings 

The L.N.E.R. has issued instructions to the drivers of all 
its locomotives fitted with siren whistles to give only short 
blasts on these whistles so that the chance of confusion with 
air raid warnings will not The locomotives involved 
comprise all streamlined Pacifics, 4-6-4 No. 10000, and the 
two 4-6-0 streamliners used to haul the East Anglian. 


arise. 


Railway Service Badges 

\ design for a “ railway service’? badge to be worn by 
all staff on the main-line railways and those of London Trans- 
port has been approved, and the necessary order placed. The 
badge is oval in shape and gilt with a blue stripe acrcess the 
widest part bearing the words “ Railway Service.’’ Above 
appear the letters “ R.E.C.”’ and below are shown the initials 
of the railway 


Railway Convalescent Homes and the War 


We are indebted to Mr. H. Haigh, Secretary of the Rail- 
ay Convalescent Homes, for giving us the following informa- 
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tion regarding the part that the homes are playing the 
present emergency. Four of the largest homes ar ing 
equipped as Grade II hospitals, and the Railway Convalescent 
Homes are preparing to run them as such on behalf the 
Ministry of Health, in each case with considerable i1 ise 
in beddage. As most of the matrons are fully trained eS 
the R.C.H. are able to provide efficient matrons for « of 
these homes. The organisation is thus left with four es 
for its own normal purposes : Ascog, near Rothesay ; I] in 
Yorkshire ; Par, in Cornwall; and Lavenham, in Suffoll 


Ambulance Trains 

The British railways are engaged in the provisio 
number of ambulance trains for use both at home am 
Work has already been completed upon several 
and, to enable further trains to be placed into service r: 
work upon different sections has been entrusted to 
different railway workshops throughout the country 
announcement of the Railway Executive Committee 
through the Ministry of Information on September 30, 
that all the trains are fully equipped with cars for tray 
statis of nurses and doctors, kitchens, and wards for str 
cases, sitting-up and mental cases. 
for infectious cases and as travelling pharmacies. Cas 
evacuation trains have also been completed for imm« 
use in the event of casualties occurring as a result of air 1 
in order to assist in the distribution of injured civiliar 
hospitals throughout the country. The equipment oi 
trains includes electric lighting and steam heating 
numerous devices are incorporated by co-operation 
medical authorities to ensure the comfort of patients e) 


sCas. 


Cars are also pr 


Locomotives for Overseas 


It is probable that some of the former R.O.D. locom« 
will find their way overseas for a second time. Large nut 
of 2-8-0 engines of the old Great Central standard 
designed by the late Mr. J. G. Robinson, Chief Mecha 
Engineer of the Great Central Railway, were built by 
Government and sent to France during the 1914-19 
lhe fact that, after 20 years of strenuous British peac 
they are again to be used on Continental lines 
small tribute to the general excellence of the design 


service, 


Irish Channel Services 


The L.M.S.R. found it necessary to withdraw the day 
sailings in each direction between Holyhead and Dun Laog! 
Kingstown) from Monday last, October 2 As a result 
day Irish Mail train ceased to run between Chester and H 
head, but continues to run between London and Chest: 
Connections from and to the principal intermediate statior 
between Holyhead and Chester are given at Chester. © 
Friday last (September 29) the G.W.R. decided that thereafter 
its Fishguard-Rosslare sailings would be maintained thrik 
weekly, instead of every weekday as heretofore. The Liver 
pool-Dublin sailings of the British & Irish Steam Packet ( 
Ltd. are now also thrice weekly instead of daily. There ha 
been rumours of impending changes in the freight shipping 
services between Eire and Great Britain, and the possibility 
of the dispatch of Irish cattle and produce by way of Northern 
Ireland ports in order to facilitate a system of convoys across 
the Irish Sea is being discussed. , 


The Position in Canada 

Sir Edward Beatty, President of the Canadian Paciti 
Railway, returned to Montreal in the early days of Septembe1 
from a curtailed inspection tour over the company’s western 
lines. He was in Vancouver when the British declaration 
war became imminent, and at once returned. On arrival on 
September 6 at Windsor station, Montreal, he said: ‘‘ The 
Canadian Pacific Railway Company's plans for protecti, 
measures are well under way. The men in our employ will 
unhesitatingly be granted leave of absence for national servi: 
with assurance that their positions will be retained for then 
lhe railways will, of course, co-operate to the fullest exte1 
with the Government of Canada in making their facilities an: 
services available for the movement of supplies, materials 
&c., in an efficient and expeditious manner. All the Canadian 
Pacific’s main shops have been surveyed with a view to usin 
them for the manufacture of munitions, and, as required, the 
can be placed in that service on short notice.” ~ 
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Proclamation by His Majesty, on the advice of 
vy Council for Canada,’’ was issued in Ottawa on 
ber 10 declaring that a state of war with the German 
xisted in Canada as from that date. 
tring for abnormal traffic demands, the Canadian 
il and Canadian Pacific Railways are placing orders at 
1 new equipment aggregating $25,000,000. It is 
i that the high insurance and ocean freight rates, and 
rcity of shipping, will make it necessary to haul across 
call the freight which normally would go from Vancouver 
h the Panama Canal to Europe. ‘‘ At present,’’ said a 
spokesman, “ the railways are well equipped to handle 
siness offered, but we want to be prepared for the future. 
ily will there be an increase in trans-Canada freight, but 
lume of freight from Central Canada to Saint John and 
x for shipment to Britain after the St. Lawrence route 
is expected also to be abnormal.’’ At first it 
sed to introduce a Bill at a special session of the Canadian 
of Commons to provide the C.N.R. with $30,000,000 
w equipment to be spread over the period from now 
\larch 31, 1941, but this has been changed and immediate 
s for both railways aggregating around $25,000,000 are 
placed instead. The Canadian Government is anxious 
he equipment orders should be out of the way as soon 
ssible, so that the plants making freight cars and loco- 
es may be transformed into plants for producing muni- 
he orders will be almost entirely for freight cars and 
Delivery is expected to begin in about three 
hs, and the entire order to be completed in six months 


Was 


tives. 


Railways on the Continent 

tements in German newspapers, and reports received 
oh neutral sources, indicate that the great strain being 

upon the German transport system has resulted in 
n internal disorganisation. In the altered conditions 
ting from the war, the Reichsbahn winter timetable, 
h was due to be published on October 10, will not be issued, 
it is announced that even the small pocket timetable will 
mger appear. The German railways are stated to have 
unable so far to distribute coal for domestic use. An 
message dated September 28 says that Saar- 
ken, completely evacuated of civil population, maintains 
lerable transport activity; it is added that from the 
railway stations in the town some 200 trains were being 


patched daily, laden with coal, and the belongings of the 


cuated 


population. A Berne message, 


dispatched on 
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Sunday last (October 1), states that the heavy goods traffic 
between German and Italy via the Gotthard route has now 
ceased completely ; during the first weeks of the war it is 
understood that 20,000 to 30,000 tons of coal were transported 
daily from Germany, and large quantities of food stuffs were 
conveyed from Italy. For a time the Swiss Federal Railways 
had to limit their own workings over the Gotthard because of 
the extent of the German-Italian traffic. It is suggested that 
the Swiss authorities may have requested that this traffic 
be diverted to the Brenner route. Alternatively, the explana- 
tion has been advanced that the railway between the Saar 
and Basle is now devoted exclusively to military traffic. The 
German radio announced on September 30 that the Reichs- 
bahn is issuing special ration cards for meat, bread, and fats, 
for travellers wishing to dine in the refreshment cars, limited 
numbers of which are still in service. 

It was officially announced in Berlin on October 2 that 
regular once-daily railway traffic between Berlin and East 


Prussia has been reopened to the public on that day. Pas- 
sengers are not permitted to alight in the “ corridor.’’ The 


passage of the Vistula at Dirschau, where the bridges were 
destroyed, is effected by ferry. Among the demands on 
Estonia which the Soviet authorities are reported to have made 
is that Estonia shall adopt the Russian 5-ft. gauge on the 
railway between Tallinn (Reval) and the frontier. 

The Belgian Cabinet decided on September 28 that summer 
time shall be continued. A scheme was approved for regulat- 
ing the import, export, and transit of various articles, including 
railway material, chemical products, dyestuffs, lacquers, 
varnishes, matches, and machinery. An inquiry into the 
blowing up of the railway bridge over the River Our, on the 
Brussels-Arlon main line (recorded at page 444 of last week’s 
issue) has established that the accident was caused by a 
erazing cow, which disturbed an electric wire and thus set 
off the mines which had been placed in the bridge as a pre- 
cautionary measure. The cow was the only victim. 

New Belgian Line at Liege 

The accidental destruction on 
of the Val—Benoit bridges 


Herbesthal-Cologne line of 


the evening of 

carrying the main Brussels- 
the Belgian National Railways 
the River Meuse at Liége, recorded in our issue of 
September 8 (page 354), caused complete interruption of 
traffic. In order to re-establish direct connection, work was 
immediately begun on the equipment of a section of new 
line, the formation of which was already well advanced. This 
new line is designed to connect Tongres 
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Milmort with the railways on the right bank of 
the Meuse, which it crosses on a new 
bridge at Renory about a mile west of 
Liége, joining the Namur—Liége (Long- 
doz) line of the Nord Belge at Kinkem- 
pois. The new line crosses, at Fexhe-le- 
Haut-Clocher, 8}? miles from Liége, the 
Liége (Guillemins)— Brussels main line, 
with which it makes connection at 
Bierset-Awans, 6} miles from Liége, 
and avoids the formidable Ans incline 
of | in 28-32. In its length of 7} miles, 
mostly on a 1 in 100 gradient, there 
are four tunnels and two big viaducts. 
Three gangs of 500 men were set to work 
night and day on September 2 to con- 
struct some 15} miles of new track, and 
on September 15 direct connection 
between the right and left banks of the 
river was partly re-established, a_ re- 
markably smart piece of work. 

It may be recalled that two parallel 





Bressoux 
To Maastricht: 


bridges carried four tracks over the 
Meuse at Val-Benoit, Liége. They 
¢ were of the Vierendeel type and had 


To Herbesthsl only recently been completed to replace 
jr ore older bridges. They had been mined for 


/ frontier defence purposes, and during a 
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Map showing the alternative route provided between Bierset-Awans and 
Kinkempois after the Val-Benoit bridge at Liege was blown up on 


August 31 


severe storm were struck by lightning 
which detonated the explosives charges 
at a time when two trains were crossing 
the bridge. Ten persons were killed. 
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QUESTIONS IN PARLIAMENT 


First Class Compartments 


Mr. Walter Green (Deptford—Lab.), 
on September 20, asked the Minister of 
lransport if he would make representa- 
tions to the London Passenger Trans- 
port Board, and other railway authori- 
ties, with a view to their considering 
the desirability of abolishing first class 
compartments, at least during the rush 
hours, on trains where third class com- 
partments cannot accommodate the 
waiting passengers. 

Captain Wallace: I am informed by 
the railway companies and the London 
Passenger Transport Board that while 
third class travel is not permitted in 
first class compartments, in the event of 
any train being seriously overcrowded, 
latitude is given to the railway staff to 
allow third class passengers to occupy 
first class compartments. The board 
has abolished first class accommodation 
on its tube lines, and they are consider- 
ing the question of extending this prac- 
tice to their other services. In regard to 
railways generally, the view of the 
companies is that the abolition of first 
class compartments would diminish the 
general convenience of railway travel 
without adequate corresponding relief 
in other directions 
Railway Services 

Sir Frank Sanderson (Ealing—C.), on 
September 20, asked the Minister of 
rransport whether he was aware of the 
serious inconvenience which was being 
caused by the drastic reduction in rail- 
way, and in particular, suburban ser- 
vices, and in view of the fact that the 
country needed an efficient and ade- 
quate railway service to an increasing 
extent due to the population having 
been scattered and many families 
divided, would he take steps to increase 
the facilities immediately he was in a 
position to do so. : 

Sir Herbert Williams (Croydon, S.—C.) 
also asked the Minister of Transport if 
he could make any statement as to the 
improvement of railway services both 
local and long distance. 

Captain Wallace: I am aware that 
the curtailment of normal railway ser- 
vices has caused inconvenience to the 
public, but I think that the reasons for 
it are generally appreciated. I am glad 
to say that the situation has progres- 
sively improved, and that during the 
past ten days the railway companies 
have been able to add considerably to 
the number of passenger trains, particu- 
larly in suburban districts. The situa- 
tion is being watched from day to day 
and I can assure my hon. friends that 
the companies will provide the best 
possible passenger service consistent 
with the movement of exceptionally 
heavy freight and other traffic of an 
urgent national character. 

Sir F. Sanderson: Is the Minister 
aware that I fully appreciate that the 
position has improved since I put the 
question down ? 


Mr. B. Smith (Rotherhithe—Lab.) : 


Will the Minister undertake to consider 
the question of road transport in so far 
as its drastic limitations, both as to pas- 
sengers and goods, are throwing an 
overwhelming burden upon a limited 
railway service ? 

Captain Wallace: I am not sure that 
I appreciate the precise point of the hon. 
member, but considerations like that are 
never out of our minds. If the hon. 
gentleman has any particular case in 
mind I should be glad to have it. 

Mr. Smith: Is it not obvious that, as 
the road transport services are severely 
curtailed, the only method of transport 
for goods or passengers is the railways, 
and that, as the railways are also cur- 
tailed, nothing that can be done with 
the railways qua railways will solve the 
problem ? 

Mr. F. A. Macquisten (Argyll—C.) : 
Are we not now paying the penalty of 
restricting road transport ? 

Captain Wallace: The petrol ration- 
ing scheme for road transport has not 
come in yet, and I hope and believe 
that when it does hon. members will see 
that it is not so dreadful as some people 
have made out. 

Cheap Fares 

Mr. R. W. Sorensen (Leyton, W. 
Lab.), on September 20, asked the 
Minister of Transport whether he was 
aware of the great hardship caused by 
the abolition of cheaper fares on the 
L.N.E.R. suburban line; whether he 
would approach the Railway Rates 
Tribunal with a view to securing an 
early restoration of the cheaper fares ; 
and whether he would also arrange that 
unused first class carriages during rush 
hours were available for all passengers. 

Captain Wallace: I understand that 
the hon. member has in mind the with- 
drawal of certain day tickets at reduced 
rates made available in peace time in 
order to encourage traffic. Owing to the 
need for reducing passenger services in 
order to cope with urgent national re- 
quirements, these special facilities have 
been suspended. The question of their 
re-introduction when conditions allow is 
being kept under review. In regard to 
the use of first class carriages, I would 
refer to the answer to a question ad- 
dressed to me today by the hon. member 
for Deptford (Mr. Green). 


Sandbag Filling 

Mr. J. Parker (Romford—Lab.), on 
September 21, asked the Minister of 
Labour and National Service, .whether 
he was aware that all women employed 
at the Romford L.N.E.R. factory to 
fill sandbags were shut out from a day’s 
work if they arrived one minute or more 
late ; and whether, as such regulations 
were unreasonable in wartime condi- 
tions, he would approach the company 
on the matter. 

Mr. Ernest Brown (Minister of 
Labour): I am making enquiries into 
this allegation and will communicate 
with the hon. member. 
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Railway Passes 

Colonel Arthur Evans (Cardiff 
—C.), on September 26, ask« 
Secretary of State for War, if the 
tice in the last war of grantin 
railway passes to soldiers on 
leave was to be followed durir 
present war; and whether aut 
for this would be made to units 
with. 

Mr. Walter Green (Deptford 
also asked the Secretary of Stat 
War, whether he would consid: 
possibility of supplying soldiers \ 
free military warrant to travel to 
homes, particularly in cases wher 
were having their final leave pri 
embarking for France, as this 
remove the hardship experienc: 
many soldiers who found the fares 
they had to pay to visit their 
absorbed a large proportion of 
week’s pay received by them pr 
their embarkation. 

Mr. Leslie Hore-Belisha (Secreta 
State for War) wrote in reply 
glad to announce that a free wat 
will be issued to all ranks servi 
France granted leave after c 
periods of service there, and troo] 
this country will also be granted a 
warrant for leave prior to embarka 


for overseas. For other journey 


leave in this country, troops will be 
to use the concession vouchers issu¢ 
the railways which provide for a ret 
journey at single fare. 


Special Services for M.Ps. 

Sir Stanley Reed (Aylesbury—C 
September 26, asked the Minister 
Transport, whether, in connection 
the special trains which are to be 
to and from Scotland to assist Mem 
of Parliament to attend sittings of 
House, it would be possible to n 
certain provision for the general tra 
ling public, and so reduce the in 
venience caused by the necessary « 
tailment of railway services. 

Captain Euan Wallace (Minister of 
Transport), wrote in reply: Where 
special trains are run for the convenienc: 
of Members of Parliament, any unused 
accommodation on such trains is placed 
at the disposal of the general public 


Buffalo & Lake Huron Railway 
Colonel R. S. Clarke (East Grinst« 
C.), on September 26, asked the Fina 

cial Secretary to the Treasury why the 

stock of the Buffalo & Lake Huron 

(Railway) Dominion of Canada, was 

classed as a foreign investment unde! 

the Emergency Regulations ; and 
whether any other Dominion stock 
also so classed. 

Captain H. F. C. Crookshank (Fina 
cial Secretary to the Treasury) wrote 
reply: By the Securities (Restrictions 
and Returns) Order, made under the 
Defence (Finance) Regulations, 1939, a 
return must be made by all residents 11 
the United Kingdom of their holdings ot 
securities of which the principal and 
interest are payable in certain specified 
currencies or in respect of which the 
holder has an option to require th 
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ent of principal, interest, or divi- 


a 
r ; in specified currencies. The 
specified currencies include Canadian 
di s. If, as I understand, the princi- 
pa! and interest of the stock of the 
Bui alo & Lake Huron Railway are 
p le only in sterling, the Order 
would not apply in this case. The Order 
ti 1ich I have referred does not apply 
ti curities whose principal and in- 
ter: st are payable in the currency of any 
Doiinion other than Canada without 
an option to pay in one of the specified 
cl ncies. 


Workmen’s Tickets in Scotland 


Ir. F. W. Pethick-Lawrence (Edin- 
I h, E.—Lab.), on September 26, 
‘ | the Secretary of State for Scot- 
| whether, in view of the fact that 
y factories in Edinburgh and other 
places were arranging, during the winter 
months, to start work at 9 a.m., he 


ld introduce legislation to amend 

time in the morning for the issue of 
kmen’s tickets in Scotland. 

lr. R. W. Bernays (Parliamentary 

Secretary to the Ministry of Transport), 

replied, said: Neither my right 


I friend the Secretary of State for 

Scotland nor I have any knowledge of 

t arrangements to which the right 

h member refers, and, so far as I am 
ire, no difficulty has arisen regarding 

t regulations governing the issue of 
rkmen’s tickets in Scotland 

Railway Advertisements 
Lieutenant-Colonel Sir Arnold 


Wilson (Hitchin, C.), on September 27, 
ed the Minister of Transport 
ether he would instruct the Railway 

Operating Service to refuse in future 
idvertisements calculated to stimu- 

the sale of commodities the con- 
sumption of which the Government 
desired to restrict. 
Captain Euan Wallace (Minister of 
fransport): The question whether 
trictions of this character should be 
plied universally is one of general 
icy affecting all departments con- 
ned with rationed commodities, and 
| see no present justification for impos- 
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ing a restriction of this nature on 


railway companies only. 


Railway Workers 

Mr. Ellis Smith (Stoke—Lab.), on 
September 28, asked the Minister of 
Labour and National Service if he was 
aware of the difficulties that had been 
created on the railways through drivers, 
firemen, and cleaners leaving the rail- 
way service ; and, in view of the need 
to maintain the efficiency of the railways, 
was he satisfied with the present 
arrangements and the ages fixed for 
these grades of railway workers. 

Mr. Ernest 3rown = (Minister of 
Labour) : Representations on this sub- 
ject have been made to me and I am 
looking into the matter. 


Railway Refreshment Rooms 

Sir Smedley Crooke (Deritend, C.), 
on September 28, asked the Minister 
of Transport, if he was aware that the 
prices charged to the rank and file of 
the services at railway refreshment 
rooms were regarded with dissatisfac- 
being unduly high for men 
receiving pay on_ service — scales; 
whether he was prepared, on request, 
to provide facilities at railway stations, 
much used by military, for canteens to 
be run by voluntary workers; and 
whether, pending the setting-up of 
such canteens, he would arrange that 
men in uniform were to be charged 
reasonable prices for necessary bever- 
ages and food during journeys. 

Captain Wallace wrote in reply: No 
expression of dissatisfaction 
has come to my notice; if my hon. 
friend will give me details of any 
specific complaints I will certainly 
investigate them. The railway com- 
panies have agreed to give facilities for 
voluntary bodies to provide canteens 
for troops, and have in addition 
arranged to open, during hours when 
they would normally be closed, their 
refreshment rooms at the chief railway 
They also provide, subject to 
packed meals for 


tion as 


general 


centres. 
prior arrangement, 
parties of troops at reduced charges. 








Irish Trafic Returns 


Totals for 39th Week 


IRELAND 
1939 1938 
£ £ 
fast & C.D. pass. 2,512 2,270 
80 mls.) 
goods 573 548 |4 
a total 3,085 2,818 |+ 
at Northern pass. 12,400 13,500 |— 
543 mls.) 
" ss goods 15,250 13,450 
a total 27,650 26,950 |+ 
reat Southern pass. 40,319 | 47,362 |— 
2,076 mls.) 
ze = goods 60,963 51,294 |+ 
iM total! 101,282 98,656 |+ 
M.S. Northern pass. 4,240 4,020 (+ 
Counties goods 4,030 3,150 + 
(271 mls.) 


total | 8,270 7,170 |+ 


Inc. 


Totals to Date 


or Dec.| 1939 1938 Inc. or Dec. 
£ £ £ £ 
242 105,861 103,164 2,697 
25 17,603 16,998 \+ 605 
267 123,464 120,162 3,302 
1,100 454,700 448,650 6,050 
1,800 405,500 354,450 51,050 
700 860,200 803,100 57,100 
7,043 1,487,328 1,490,249 |— 2,921 
9,669 1,624,261 1,542,084 |+ 82,177 
2,626 | 3,111,589 | 3,032,333 |+ 79,256 
220 189,170 | 187,710 |+ 1,460 
880 114,430 103,200 |+ = 11,230 
303,600 290,910 |+ 12,690 


1,100 





473 


British and lLrish Raiiway 


Stocks 


and Shares 


Prices 
~ 
Sam | $a 
Stocks Goa | ES | Oct ; 
— on a |e 
a |? | eee | Rall 
1939 
G.W.R. 
Cons. Ord. 6514 2534 | 29 +31, 
5% Con. Prefce....,11834 | 74 80 — 
5% Red. Pref.(1950) 11134 90 9219 —_ 
4% Deb. ... oof a ST 9712 931g a 
44% Deb.... ... 112536 10012 962 — 
44% Deb.... ..» 11812 (104 1021, — 
§% Deb. ... 13112 119 11212 ~ 
24% Deb.... ---, 6934 60 | 5612 — 
5% Rt. Charge ....129 114 106 — 
5% Cons. Guar. ....12812 103 9919 ae 
L.M.S.R. 
Ord. vou .-.| 301g 1! 12 
4% Prefce. (1923) | 7014 | 23 36 = 
4% Prefce. woe} 821g | 433, | 55 +5 
5 %Red.Pref.(1955), 10312 | 66 76 — 
4% Deb ... 10513;6 85 8712 — 


5% Red.Deb.( 1952) 
4 % Guar. a 


L.N.E.R. 

5% Pref. Ord. 
Def. Ord.... wane 
4% First Prefce. 
4% Second Prefce. 
5% Red. Pref.(1955) 
4% First Guar. 
4% Second Guar. 
3% Deb. ... 
4% Deb. ... said 
§ % Red.Deb.(1947) 
44% Sinking Fund 

Red. Deb. 


SOUTHERN 
Pref. Ord. 
Def. Ord. 
5% Pref. ... ae 
5% Red. Pref.(1964) 
5% Guar. Prefce. 
5% Red.Guar. Pref. 


(1957) 
6 Beli wn 
5% Deb. ... a 


4% Red. Deb. 


1962-67 


Bevrast & C.D. 
Ord. = a 


ForTH BRIDGE 
4% Deb. ... one 
4% Guar. a 


G. NORTHERN 
(IRELAND) 
Ord. i“ 


G. SOUTHERN 
(IRELAND) 
Ord. “ 
Prefce. 
Guar. 
Deb. 


et Sell 
5% “A” aK 
44% “T.F.A.” ... 
5% “ B” ae 


MERSEY 
Ord. _ Sia 
4% Perp. Deb. ... 
% Perp. Deb 
3% Perp. Prefce. 


1141, 105 (104 
10234 | 7712 | 78 


8°16 312 31, 


4716 2136 214 
681, | 21 2915 
2714 8 91lo 
97 4014 45 
9712 6614 631.2 
Oil, 52 571, 
791, 60 59i2 
1041, 77 79 
1105g 97 10019* 
10811), 101 98 
87 477g, 60 
2134 91, 10 
115 83 80 
11512 | 98 9712 
12812 106 105 
116 1081, 105 
1091, 95 931 
129 117 1121, 
107 111g 1011, 
4 3lo 4 
102 991g 83129 
10314 9419 | 8210 
512 212 6 


251, 812 9lo 


35 13 201; 
7014 301330 36 
83 56 531, 
1195g 10712 103 


130 «117-107 
108 98 101 
1221336105 102 
84 68 | 65 


2414 | 1612 | 22 
1027, 9484 | 90 
77 69 651 
6612 57 5212 


* ex dividend 


+8 
tle 


+12 


+2 
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NOTES AND NEWS 


Closing of L.M.S.R. Stations.— 
The L.M.S.R. announces that Blowick 
station, near Southport, has been closed 
for passenger and parcels traffic; and 
Fairfield halt (between Buxton and 
Dove Holes) has been closed entirely. 

Dover, St. Margarets & Martin 
Mill Light Railways.—The Minister of 
Transport has further extended to 
October 11, 1940, the period limited for 
the completion of the whole of the rail 
way authorised by the Dover, St. Mar 
& Martin Mill Light Railways 
1909 


garets 
Order 
Big 


o class 


Australian 
two-cylinder 4-6-0 engine 
operating on the Trans-Australian Rail 
way are equipped with 
12-wheel tenders carrying 17} tons of 
coal and 12,000 gal. of water. Only 
one change of engines is made in the 
1,108 from Port Pirie and Kal 
goorlie. 

Unusual Load on the G.W.R.—On 
August 20 the movement began of two 
rotary kilns from South Lambeth to 
South Wales. Each kiln was 77 ft. long, 
9 ft. in diameter, and weighed 43 tons 
They carried on Crocodile ] 
wagons with Loriot flat trucks as end 


miles 


were 


runners 

Electric Train Derailment at 
Willesden, L.M.S.R. An electric 
train approaching Willesden Junction 
on the Addison Road-Broad Street lines 
was derailed on the evening of Septem- 
ber 27 and partly overturned causing 
interruption to rush hour train services 
About half a dozen 
reported to have been slightly injured 


passengers are 


Newhaven Swing Bridge.—Owing 
to the necessity for overhauling the 
swing bridge at Newhaven it is not 
possible for it to be opened between 
September 17 and October 22, inclusive, 
for the passage of vessels to or from the 
North Quay and points higher up the 
rive! The roadway over the bridge is 
being closed to vehicular traffic for 
short periods, but remains open for 
greater part ot 


pedestrian traffic during 
such periods 

Stewarts and Lloyds and Stantons. 

\t an extraordinary general meeting, 
held on September 21, of the various 
stockholders in Stewarts 
and Lloyds Limited, resolutions 
adopted for increasing the capital of 
the company with a view to the acquisi- 
tion of the issued capital of Stanton 
[ronworks Co. Ltd., and authorising 
the directors to carry out the terms of 
the agreement These terms were 
briefly set out in THE RAtLway GAZETTI 
of July 28, 1939, at page 158. Mr. A. C. 
Macdiarmid, the Chairman, said that 
the results of the company’s operations 
during the first eight months of 1939 
were considerably better than those for 
the corresponding period of 1938 
Holders of over 90 per cent. of the 
ordinary stock and of over 90 per cent. 
of the preference stock of the Stanton 
company had ratified the agreement 


classes’ of 


were 


Tenders. The 


double-bogie 


and accepted the offer made by Stewarts 
and Lloyds. 

Engineering Examinations.—The 
Associate Membership examination of 
the Institution of Electrical Engineers 
is to be held on November 28-30. The 
December examinations of the Institu- 
tion of Structural Engineers have been 
postponed 

Gdynia Renamed.—The name Got- 
enhafen is being given by the German 
authorities to the Polish post-war port 
of Gdynia. <A philological note issued 
by the Official German News Agency 
concludes: “ For all time the German 
city of Gotenhafen will record that our 
Germanic forefathers laid its historic 
foundation-stone in the Eastern Gau of 
the Reich, and that German civilisation 
threw peaceful bridges over the Baltic.’’ 

Canadian Pacific Earnings. 
Gross earnings of the Canadian Pacific 
Railway for August, 1939, amounted 
to $12,655,000, an increase of $472,000 
in comparison with August, 1938. Work- 
ing expenses totalled $11,749,000, or 
$57,000 more, leaving net earnings 
$415,000 higher, at $906,000. For the 
first eight months of 1939 gross earnings 
were $86,120,000, an increase’ of 
$1,559,000 in comparison with the 
corresponding period of 1938, and the 
net earnings of $6,884,000 showed an 
advance of $3,205,000. 

Canadian National Earnings.— 
Gross earnings of the Canadian National 
Railways in August, 1939, were 
$16,355,456, an increase of $803,927 
in. comparison with August, 1938. 
Operating expenses amounted to 
$15,717,253, with an _ increase of 
$825,973, resulting in net earnings of 
$638,203, which were $22,046 lower 
than for August, 1938. Aggregate gross 
earnings for the first eight months of 
1939 totalled $119,600,634, an increase 
of $7,112,829 in comparison with the 
corresponding period of 1938, and there 
was a profit on working of $347,712, 
contrasting with a deficit of $5,116,693 
a yCar ago. 

Northern Ireland Traffics.—Pas- 
sengers (excluding season-ticket holders) 
carried on railways wholly in Northern 
Ireland during the first six months of 
1939 numbered 2,196,614, compared 
with 2,166,520 in the first half of 1938, 
and total passenger receipts rose {from 
£112,761 to £115,889. Merchandise and 
minerals conveyed in the first six months 
of 1939 were 273,445 tons, an increase 
of 14,332 tons in comparison with the 
first six months of 1938; the number 
of livestock rose from 96,754 to 107,784, 
and the total goods traffic receipts from 
£97,073 to £100,225. On railways partly 
in Northern Ireland, the ordinary pas- 
sengers in the first six months of 1939 
were 2,295,148, against 2,199,478 in the 
first six months of 1938, and the total 
passenger receipts of {£198,367 were 
£5,926 higher. Merchandise and mineral 
tons increased from 440,372 to 552,665, 
and the number of livestock from 
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313,278 to 352,194. Total rec« 
from goods traffic in the first six moi 
of 1939 were £331,119, against £293 
in the corresponding period of 1938 


Mr. J. L. Burton.—We regre: 
learn of the death of Mr. J. L. Bur 
the well-known electric traction 
gineer, which occurred on October 
Hythe. Mr. Burton joined the | 
Kerr organisation in 1899 and wa 
a time the manager of Preston w 
Subsequently he was connected 
traction interests in Athens, Poland 
other parts of the world 


Forged Railway Tickets.—A 
who plealed guilty to charges of for 
and uttering bogus railway ti 
which he had used on the L.M.S.R 
on the Southern Railway, was sente: 
at Brighton Quarter Sessions on Sept 
ber 27 to 18 months’ imprisonment 
hard labour. The Recorder, in pas 
sentence, said that the man had 
doubtedly been carrying on the busi 
of forging tickets for two years, if 
more. 

Railway Extension in Central 
Africa.— At the annual general meet 
of the Trans-Zambesia Railway ‘| 
Ltd. on September 28, the Chairn 
(Mr. Vivian L. Oury) said that 
work of constructing the first 100 ki 
metres of the Portuguese Governm« 
Railway to connect Tete with the exi 
ing Central Railway line at Dona A 
was making good progress in the hand 
of Messrs. Pauling & Co., the co 
tractors. When completed this proj 
will provide through rail communi 
tion from Tete and Portuguese territo1 
north of the Zambesi to the port 
Beira. 

New Deeside Station.—Work © 
building the new Manor Road stati 
between Meols and Hoylake on th 
Wirral electrified section of the L.M.S.h 
has been begun The Liverpool P 
observed recently that the station 
should be of great use to people living 
between the two existing stations. I) 
recent years large areas between the 
railway and the promenade have been 
built upon and most of the residents who 
use the trains find that the walk eithe1 
to Meols or Hoylake is considerable 
Although Manor Road station is indi 
cated on the maps in the railway 
carriages, the name has been blacked 
out. 


Mansion House Association on 
Transport.—tThis association has an 
nounced its intention to continue its 
activities as normally as 
throughout the present state of war 
The association’s bulletin of Septem 
ber 18 says: ‘‘ The association will be 
able to render important service to its 
members and therefore to the country’s 
commercial transport in the _ present 
emergency, and while restricted passen 
ger travel may hinder certain members 
from frequently attending meetings, all 
possible steps will be taken to keep all 
members fully informed, and to give 
assistance in the many problems which 
may arise in the present abnormal condi- 
tion of the transport system.” 


possible 
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RAILWAY AND OTHER REPORTS 


anganyika Concessions Limited. 
directors recommend a dividend 
er cent. on the preference stock for 
ear ended July 31, 1939. 
Southdown Motor 
iited.—This company, 
led jointly by the Southern 
iy Company and Tilling & 
sh Automobile Traction Limited, 
declared an interim dividend of 
cent., the same as a year ago. 


Services 
which is 


an Paulo (Brazilian) Railway 
Ltd.—An interim dividend of 
rer cent. on the 5 per cent. non- 
ulative preference stock is an- 
iced. Warrants will be posted on 
ber 24. The board has decided 
wait completion of the accounts for 
39 before considering the question 
dividend on the ordinary stock. 
interim ordinary dividend was paid 
year. 
Ottoman Railway Holding Co. 
The report for the year ended 
e 30, 1939, amplifies the preliminary 
tement published on August 11 at 
217. Total income was /63,176, 
inst £64,176, and included interest 
om the holding of Turkish bonds and 
ther investments. Net profit, after 
viding for expenses, income tax, 
1 N.D.C., amounted to £40,537, 
compared with £41,334 for 1937-38. 
Interest at the maximum rate of 3 per 
nt., less tax, on the ‘‘A’’ and “B” 
yne debenture requires 
(32,731, leaving £7,806 available for the 
lemption of these stocks, pari passu. 
Pullman Car Co. Ltd.—Mr. E. 
\shton, the Secretary of the company 
‘1 am instructed by the board 
advise you that the Government has 
taken over control of the railways owing 
) the war, and in consequence all this 
company’s restaurant facilities have 
been withdrawn, with the exception of a 
few electric Pullman cars running on the 
Central Section of the Southern Railway. 
[he revenue has therefore been seriously 
reduced, and in view of this the directors 
are of the opinion that it is advisable to 
defer consideration of the payment of 
the interest on the 5 per cent. cumula- 
tive income stock due on October 1 until 
the figures for the financial year ending 
on September 30 are available.”’ 
Interborough Rapid Transit Com- 
pany.—tThe receiver’s report for the 
year ended June 30, 1939, shows a 
gross operating revenue of $50,898,802, 
against $52,711,967 for the previous 
year. Operating expenses were 
$37,092,845, a decrease of $901,062, 
and taxes were $4,583,514, against 
$4,657,907, leaving an income from 
operation of $9,222,442 compared with 
$10,060, 152. Current rent deductions 
iunounted to $4,980,366, purchase of 
issets took $217,509, and fixed charges 
$14,449,343, leaving a net operating 
loss of $10,424,775 compared with 
$8,894,822, less non-operating income 
$68,760 ($76,801), making a _ debit 
balance of $10,356,015. Adding 


stocks 


rites : 


$23,682,370 deficit brought in, less 
miscellaneous adjustments $98, makes 
a total deficit at the end of the year of 
$34,038,287. 

Callenders Cable & Construction 
Co. Ltd.—An interim dividend of 5 per 
cent. has been declared, the same as a 
year ago. 

Vickers Limited.—The directors 
give notice that an interim dividend of 
4 per cent. (actual), less income tax, 
at 7s. in the /, on the ordinary stock 
of the company in respect of the year 
1939 will be paid on October 26, 1939. 

Thos. Firth & John Brown 
Limited.—An interim ordinary divi- 
dend of 6 per cent. actual, free of tax, 
is being paid on October 14 in respect 
of the year 1939. A similar dividend 
was paid in respect of 1938. 
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Kitchen & Wade Limited.—The 
interim dividend on the ordinary shares 
is 12} per cent. actual, the same as a 
year ago. 

Hoffmann Manufacturing Co. Ltd. 

An interim dividend of 7} per cent., 
tax free, is being paid, the same as a 
year ago. 

Ransome & Marles Bearing Co. 
Ltd.—The profit for the year ended 
June 30, 1939, was £160,038, compared 
with £153,528 for the previous twelve 
months. <A final dividend is recom- 
mended of 11 per cent., making 20 per 
cent. for the year, the same as for 
1937-38. 

Cammell Laird & Co. Ltd.—The 
directors have declared an interim divi- 
dend of 4 per cent. on the ordinary 
stock. A similar interim payment was 
made last year, followed by a final 
dividend of 6 per cent., making 10 per 
cent. for 1938. 


- 








CONTRACTS AND TENDERS 


The West Midlands Joint Electricity 
Authority, Dudley Road, Wolver- 
hampton, is enquiring for one steam or 
diesel shunting locomotive. 

The South African Railways are 
enquiring for superheater elements. 
Tenders are to be in by November 20 ; 
the Department of Overseas Trade 
reference is T/26975. 

The South African Railways are 
calling for tenders for wheels and axles, 
to be received by the secretary to the 
Tender Board, Johannesburg, by No- 
vember 13 (D.O.T. Tef. T. 26977 /39). 

The South African Railways are en- 
quiring for 46 pump trolleys complete, 
and for quantities of spare wheels and 
axles. Tenders are to be in by October 
26; the Department of Overseas Trade 
reference is T. 26854/39. 

The Great Western Railway is enquir- 
ing for its annual supply of telephone 
and telegraph instruments, and electrical 
apparatus. Tenders are to be in by 
October 20. Particulars may be ob- 
tained from Mr. F. R. E. Davis, Secre- 
tary, Paddington, London, W.2. 


The Mersey Railway is enquiring for 
electrical sundries, metallic and carbon 


filament lamps, and other stores. Par- 
ticulars may be obtained from _ the 
Engineer, Central Station, Liverpool. 

The Egyptian State Railways are 
enquiring for 40,000 metric tons of 
sized coal. Particulars (Ref. No. 366. 
G. 3/39) can be obtained from the Chief 
Inspecting Officer in London. Tenders 
are due in Cairo by November 4. 


The Egyptian State Railways are 
calling for tenders for 7 tons of gal- 
vanised plain steel sheets. Particulars 
from the Chief Inspecting Officer, 41, 
Tothill Street, London, S.W.1 (Ref. 
No. E.S.R. 1,550). 

The Egyptian State Railways are 
also calling for tenders for six coupled 
axleboxes (Ref. No. E.S.R. 12,1097), 
24 slide bars (Ref. No. E.S.R. 21.1104), 


and 24 copper plates (Ref. No. E.S.R. 
306.G.8/113). Particulars from the 
Chief Inspecting Officer at address 
given above. 


Taylor Bros. & Co, Ltd. has received 
an order (No.21.1079) from the Egyptian 
State Railways for engine and tender 
tyres. 


The Pennsylvania Railroad has 
ordered 50,000 tons of steel rails, 
principally of 152-lb. and 131-lb. sec- 
tions, from the Carnegie-Illinois Steel 
Corporation, Bethlehem Steel Com- 
pany, and Inland Steel Company. 


The Pennsylvania Railroad has begun 
a $17,000,000 programme of improve- 
ment and renewal, including 20 new 
“ G.G.1.”’ electric locomotives, 18 pas- 
senger cars, 2,500 freight cars, and the 
50,000 tons of rails noted above. 


The Hunslet Engine Co. Ltd. has 
received an order from the Jodhpur 
Railway for two superheated boilers for 
‘N” and ‘“‘P” class engines, to be 
built to the inspection of Messrs. Rendel, 
Palmer & Tritton. 


The following orders have _ been 
placed by the Madras & Southern 
Mahratta Railway, to the inspection of 
Messrs. Rendel, Palmer & Tritton : 

Linley & Co. Ltd.: 48 copper firebox plates 

Steel, Peech & Tozer: 274 locomotive tyres 

Wm. Beardmore & Co. Ltd.: 160 locomotive tyres 

Howell & Co. Ltd. : 2,560 steel boiler flue and arch 
tubes 

John Baker & Bessemer Ltd.: 20 locomotive axles. 


, 


** SIEMENS.’ Siemens Electric 
Lamps & Supplies Limited says that, 
under the heading of ‘‘ enemy traders 
named ’’ numbers of papers have given 
prominence to the name of Siemens 
without quoting the full title. The 
traders named are branches of Siemens 
& Halske and Siemens Schuckert Werke, 
3erlin, and not of Siemens Brothers & 
Co. Ltd., London and Woolwich—a 
British-owned firm—nor of its  sub- 
sidiary, Siemens Electric Lamps & 
Supplies Limited, London and Preston. 





Despite the heavy increase in taxation, 
most sections of the Stock Exchange have 
shown a better tendency this week in the 
belief that a point is now being reached 
where it will be 
definite view as to the probable trend of 
trade and industry under war conditions 
Home railway securities have been an im 
proving market in anti Ipation of an early 
concerning the Govern 
plans, which it is 
will be 


announcement 
ments compensation 
being generally assumed 
the average results of the railways for the 
three December 31, 1938 The 
junior and guaranteed 
have attracted a fair amount of speculative 
ittention, and in have trans 
ferred well above their unofficial minimum 
prices, while the other stocks were a freer 
market and changed hands at a fraction 
ibove their minimum levels 

LL.M.S.R. 4 per cent. first preference has 
risen further from 51 to 55, and the 4 per 


based on 


years to 
preference stocks 


some 


Cases 


possible to form a more 


THE RAILWAY GAZETTE 


Railway Share Market 


on the week. Attention is being drawn in 
the market to the attractive yields which 
would be offered by these guaranteed stocks 
and also by L.M.S.R. junior preference 
stocks if hopes in connection with the 
Government’s plans were realised. Southern 
preferred attracted buyers for a_ similar 
reason, and last week’s rise to 53 has been 
followed by an advance to 61. On the other 
hand, Southern deferred was dull and un- 
changed on the week In view of the hope- 
ful views current in regard.to the basis on 
which the companies and stockholders are 
likely to be compensated during the period 
of Government control, it is hardly sur- 
prising that home railway securities are 
continuing to be firmly held. The market 
is still, in fact, none too well supplied with 
stock, and consequently the rise in the 
junior preference and ordinary stocks has 
probably been somewhat out of proportion 
to the demand experienced. Nevertheless, if 
market hopes are realised it would appear 
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have remained at 3} and 2}, respect 
London Transport “‘C”’ stock has 
steady around 66}, awaiting the di) 
announcement 

In other directions Canadian Pacit 
tinued to be influenced by expectatir 
improving traffics as a result of the 
port of goods for war purposes, ar 
price has risen further to $7. M 
the preference stock had been mar! 
sharply from 26 to 32, while a bett: 
also ruled for the 4 per cent. debe 
Argentine railway securities have cont 
to attract attention on the improving 
outlook, and the forthcoming report 
annual meetings will, therefore, be a\ 
with a good deal of interest. Central 
tine and the ordinary stocks of the 
leading Argentine companies failed t 
best prices touched this week, but 
preference and debenture stocks were 
tively steady. B.A. & Pacific 44 per 
debentures remained around 32, and 


cent. 1923 preference was 354, while the 
ordinary stock steady at 113. Great 
Western ordinary good with an ad 
vance on balance from 25? to 293, while for | 
L.N.E.R. first guaranteed was 63, and the preference 
second guaranteed at 57 was a point higher reached 


that current prices would be fully justitied 
and that, in the event of general improve- 
ment on the Stock Exchange, higher levels 
N.E.R. guaranteed and L.M.S.R 

stocks would probably be 
L.N.E.R. preferred and deferred 


Western 4 per cent. debentures at 42 
within a point of the price current a 
ago. Argentine Great Western 5 per 
debentures improved further from 3 
35. San Paulo ordinary stock has a 

appearance at 26 


Was 
was 








‘Trathe ‘Table of Overseas and Foreign Railways Publishing Weekly lKeturns 


Traffic for Week Aggregate Traffics to Date Prices 
Miles 
open 


1938-39 


Shares 
or 
Stock 


Week 


Ending Total Inc 


this year 


Railways or Dec. Totals 
compared 


with 1938 


Increase or 
Decrease 


1938 


This Year Last Year 


Highest 


£ f £ 

10,030 — 1,340 500,220 

Argentine North Eastern .. 753 9.9.39 ps. 177,500 8,100 ps. 1,837,100 

| Bolivar Wa “s 174 Aug. 1939 4,900 + 1,000 34,050 
Brazil ye es - -- 

Buenos Ayres & Pacific 2,801 3.9.5 ps1 ,225,000 + ps78,000 

Buenos Ayres Central , 190 $136,100 + $12,600 

Buenos Ayres Gt. Southern 5,082 ps1,903,000 — ps142,000 

Buenos Ayres Western 1,930 2 od ps. 802,000 + ps159,000 

Central Argentine 3,700 23.9.5 ps1,912,500 |4+ ps!71,750 

Do : , — 
Uruguay of M. Video 


£ £ 
575,460 — 75,240 
ps 1,901,400 — ps. 64,300 
30,150 + 3,900 


24.9.39 Ord. Stk. 14 
- 6lg 
6 p.c. Deb. 8 

Bonds. 10 
Ord. Stk. 6lp 
Mt. Deb. 151 
Ord. Stk. 17516 
1234 
13l4 
6 


Antofagasta (Chili) & Bolivia 834 


— ps 


ps14,316,000) + ps584,000 
$1,002,400 + $46,000 
ps 24,529,000 — ps 1,666,000 
ps7,505, 000 + ps 783,000 
ps 20,747,400 + ps 4,041,850 
202,813 — 
314,399 — 43,643 
132,200 — 22,900 
ps2,647,200 +ps.167,200 
247,100 + 54,300 
$3,454,817 + $242,810 —_— 
— —_ Ist Pref. 
46,880 + 8,225 Stk. 
666,493 + 6,127 Ord. Stk. 
$1,988,800 + $14,300 ee 
9,227 — 
110,195 
$39,205,000 
147,742 


pst $900,000 
$1,048,400 


22,863, 


Dfd. 
Ord. Stk. 3 

Stk. 28 
1 Mt. Db. | 10514 
Ord. Stk. 714 
Ord. Sh. 3/ 


198,936 
270,756 
109,300 
2,814,400 
301,400 
$3,697,627 


972 728 
6,129 
3,400 
2,300 ps. 
1,500 
$19,287 


Cent 3,877 
Costa Rica ea 188 June 1939 
Dorada ae - : 70 Aug. 1939 . 
Entre Rios : 810 9.9.39 ps. 281,8 ps 
< Great Western of Brazil 1,092 23.9.39 : ~ 
International of Cl. Amer. 794 July 1939 
Interoceanic of Mexico in -— 
La Guaira & Caracas Sept. 1939 455 
Leopoldina 26.8.39 
Mexican * 21.8.39 
Midland of Uruguay July 1939 
Nitrate ‘ 30.9.39 
Paraguay Central 23.9.39 
Peruvian Corporation Aug. 1939 
Salvador = 26.8.39 
San Paulo ~— ‘ § 24.9.39 
Taltal ° . } Aug. 1939 
United of Havana 20.9.39 
| Uruguay Northern July 1939 


55,105 
672,620 
$2,003,100 
9.153 
87.282 
$41,6¢ 8,000 
125 839 
¢85,864 ¢104,349 
1,183,578 1,255,701 
3,685 6.220 
213,876 
800 


yuth & Central America 


$286,000 
9,153 
3,281 
$3,185,000 
61,433 
10,400 
30,104 
2,130 
19,150 
800 


Ord. Sh. 
Pr. Li. Stk. 
Pref. 
Pr. Li. Db. 
Ord. Stk. 
Ord. Sh. 
Ord. Stk. 
Deb. Stk. 





212,615 


908 


24,858,496 2,076,639 _ 

_ 4 p.c. Perp. Dbs. 
4 p.c. Gar. 
Ord. Stk. 


‘Canadian National . 23,698 
} Canadian Northern 5 — 
Grand Trunk 

Canadian Pacific 


21.9.39 1,130,236 335,915 26,945,135 


Ip 
a8 


901,800 


19,891,800 


Canada 
“I@ 


17,171 21.9.39 229,000 18,990,200 901,600 
1,329 31.8.39 
Barsi Ligh : 202 20.8.5 
Bengal & North Western 2,112 10.9.3 
Bengal Dooars & Extension 5 31.8.39 
Bengal-Nagpur oe 3,26 10.9.38 
| Bombay, Baroda&Cl. India 2,986 20.9.: 
Madras &Southern Mahratta 2,96 20.8.; 
Rohilkund & Kumaon ‘ 546 10.9.338 
South Indian 2,531% 109. 


48,997 4,281 
2,340 90 
51,937 11,2569 
6,031 } 921 
189,225 18,975 
248,175 16,050 
129,225 5,995 
10,776 1,545 


124,161 6,440 


593,329 
48,292 
1,128,055 
51,466 
3,396,610 
3,951,275 


574,725 18,604 
11,948 
115,541 
6,089 
»746 

58 950 
94,352 
20,769 
23,191 


Ord. Stk. 
Ord. Sh. 
Ord. Stk. 


Assam Bengal 


DO 


iad 
DRBRAOSD 


c 
vino + 


3,042,864 
4,020,225 
2,321,802 2,227,450 

233 330 254.099 
1,871,818 1,848,627 


v4 
| oo 
9° 


( Beira.. aa F , 204 
Egyptian Delta 623 
Kenya & Uganda 1,625 
Manila : _ 
Midland of W. Australia 277 
Nigerian ee 1,900 
Rhodesia 

} South Africa 

toria 


June 1939 _ 
10.8.39 485 
May 1939 11,295 


719 357 — 
67,548 65,905 
1,220,870 1,309.332 
11,258 13,243 1,985 Inc. Deb. 
503,056 566,452 60,396 — 
3,246,158 -- — — 
14,387,846 13,569,811 818,035 - 
9,360,329 9,809,155 448,829 _ 


1,64¢ Prf. Sh. 
88,462 


| © 


B. Deb. 


co 
a 


July 1939 1,985 
5.8.39 + 1,087 

June 1939 355,92 _ 
2.9.39 53,653 

June 1939 31,680 


Note. Yields are based on the approximate current prices and are within a fraction of yg 


Argentine traffics are now given in pesos. t Receipts are calculated @ 1s. 6d. to the rupee § ex dividend 





